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The Potter Safety Draw-Bar. 








Attention has been called a good many times in these pages | 
to the lamentable loss of life and limb to which those who | 
are employed in coupling and uncoupling cars are subjected. | 
It is said by some who have had abundant opportunity for | 
observing that a very large proportion of those who are in- 
jured are hurt while uncoupling cars. This occurs in the at- 
tempt to withdraw the coupling-pin at the moment that the 
locomotive runner is backing up, when the draw-bars are 
compressed and the hand of the person who is attempting to 
withdraw the pin iscaught between it and the dead-woods or 
buffer blocks. It is very natural, when a person tries with 
one hand to take out a coupling-pin and finds that it is held 
by the tension on the links, to signal with the other hand to | 
back up, holding on, meanwhile, to the pin. The instant the 
locomotive runner obeys the signal to back up, the draw- 
heads of the cars are compressed, and, as explained above, 
the hand of the person who is trying to uncouple the cars is | 
caught by the pin. 

The object of the arrangement represented in the engrav- 
ings is to afford protection against such accidents, and at the 
same time save the draw springs and their attachments from 
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Twelfth Annual Convention. 
SECOND DAY. 


The second day’s Lay teem were opened by the report 
of the Committee on Annual seocmmnendiont $5 as the 
assessment for the coming year. was ad ; 

The Committee on Place for Hol Next ual Meet- 
ing reported, recommending New York. This was amended 
then adopted. 

IDENT then read the following questions sub- 
mitted for discussion: 

By Mr. Ortrton: Is it desirable to increase the diameter of 
car wheels (taking 33 in. as the present standard) having in 
bay A¥ economical result, comparing service rendered with 


? 
By Mr. More: What advantages have 42-in. over 33-in. | 


wheels for ordinary car use ? 
By Mr. Hackett: What is the average life or mileage of 


33-in. cast-iron chilled wheels used under passenger and | 


freight cars? 

By yi a, soem What advantages a gained by 
— in. wheels under our passenger ment, an 
would it be economy to use them in place of i. vied ? 

Mr. OrTTON said that the Grand had been using 
42-in. wheels for pert and 86-in. for freight cars. 

gc atggpen a me ton the ae Trunk they ame 
wil n. wheels for passenger cars three years ago, wi 
such results that they increased to 42-in.,’ of which they 
now 30 sets, six under Pullman cars, They had run 
some 200,000 miles, with no failures. He then read a state- 
ment of mileage. They ran easier —_ over obstruc- 
tions better. A steel-tired 42-in. wi would run 500,000 
-_— he a. In —- 4 a question, he = at es 
of turning up tires was abou a pair, both w 
put in the lathe and turned together. 

Mr. Hopkins asked if there was any difference in the 
aye 4 ete to move acar with 42-in. and one with 33- 
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undue strains, caused by the concussions of the cars. The 
draw-bar A A is what is known as the Potter draw-bar, 
named after the inventor. As most of our readers know, 
this consists of a draw-head with three holes, B B’ B’, for 
coupling pins. A link is attached by a rivet in the hole B 
(fig. 2), so that it cannot be removed, and another link is 


attached in a similar way to the opposite car, B" being a | }, 


movable pin. By this means the links could not be lost, and 
they could be coupled to the opposite cars by the removable 
pin. The jaws at B B" are made open at the sides, so that the 
links can be coupled after the cars and draw-heads come to- 
gether, and in this way a great deal of danger is avoided. 
When such draw-heads are used, however, they must often 
be coupled to those of the ordinary form, so that a centre- 
pin B’ is provided. In such cases in order to pro- 
tect the attendants from accidents of the kind 
we first described, the Chicago, Burlington & Quincy Rail- 
road is making Potter draw-heads with large heavy brackets, 
D, which are cast with the head itself. When the latter is 
pushed inward a certain distance, the bracket comes in con- 
tact with the dead-wood F, and thus protects the man’s 
hand when he has hold of the pin, as showg in fig. 1, or, in 
other words, the bracket D actsas a guard to protect the 
person who has hold of the pin, and also relieves the draw- 
spring attachments of undue strain. 

The weight of one draw-bar with strap and bolts is 255 
Ibs. This weight is very great, which suggests that it should 
be made of wrought iron or steel. The feature which com- 
mends it for use is the security it gives to brakemen in coup- 
ling and uncoupling cars. Some of the appliances now used 
for this purpose are a disgrace to civilization, and it seems 
as though their continued use ought to be actionable in a 
criminal court. It will be seen, though, that the Chicago, 
Burlington & Quincy Railroad has been as prompt in pro- 


there was a greater weight to 

Mr. ApaMs said he had some 33-in. wheels which had run 
500,000 miles. He had heard that steel-tired wheels would 
run longer before the first turning than between 
afterward, but’ could see no reason for it. They had noticed 
differences, but they came from the quality of steel. 
Mr. McWoop id not say whether the steel depreciated 

use 


y use. 
brie yaar pd me that of one lot of - —¢ o cast-iron 
w under a train making man average 
was 56,629, the highest being 115,932 and the low- 

est 23,965 miles. Some of the brakes had malleable and 
some cast shoes. 

Mr. C. E. Garry asked the difference in price between 
33-in., 36-in. and 42-in. wheels. 
Mr. McWoop said the wrought-iron steel-tired wheel cost 
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tecting its employés as it has been in earning dividends for | | 


its stockholders, 
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Mr. McWoop said the 42-in. wheels ran easier; on a grade | startin 
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perhaps 100 defective; some had broken, but not so as to 
cause accident. The defects were cracks or flaws in the steel. 
Many wheels had made 300,000 miles, and were not half 
| worn out. They had only one set of 42-in. wheels, and be- 
‘lieved that they ran much easier than the others. He had 
not noticed any objectionable increase of noise. With orii- 
cars the’42-in. wheel was in the way, but room could be 
ie by setting the bolsters back. He believed that the 
wheels drew easier and were less liable to heat boxes. 
The extra weight was hardly an objection. 
| Mr. Krrey said, in answer to questions, that his steel-tired 
| wheels were of a different make from Mr. Adams’. The 
tires were crucible steel. 
| Mr. CouLTEeR said that on the Ohio & Mississippi they got 
their cast-iron wheels for $11, with a guarantee of 60,000 
miles. Steel-tired wheels cost $55, and should. therefore, 
| make 300,000 miles. 

Mr. McWoop said his steel-tired wheels had made 247,000 
miles and were still good. The saving of time putting in 
wheels was something. 

Mr. Krrey said wheels could be changed without the car 
| losing a trip. 
| The following question was then offered by Mr. COULTER; 

What is the best method for fastening and staying outside 
| panels on coaches, and of what thickness should they be? 
| Mr. More believed in gluing the panel on with nails 
around tlie edges and perhaps a few in the centre. He used 
| white-wood, 5 in. thick. 
Mr. Krrsy set his pillars back half an inch from the face 
of the sill and filled from the top of the sill to the belt with 
|two boards, % in. thick and 12‘¢ in. wide, of coarse white- 
wood, fastened with glue and screws. These boards were 
planed to mae a good surface and the panel (of !¢ in. white- 
| wood) then glued on. This made a very stiff panel, the grain 
in the two thicknesses crossing. They had had occasion to 
take off panels and had to adze them off. He did not brace 
‘on the inside, but he sprung down his truss-planks and put 
| strap-bolts through, the tendency of the truss- 
|p to litt the ends and keep from sagging down, His 


MASTER CAR BUILDERS’ ASSOCIATION. | passenger cars. Out of 2,500 to 3,000 wheels, they had found 
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truss-planks were 4, by 10%¢ in. A few nails were put in 
the panels to hold while they were putting on the clamps. 

r. ForD thought the ——— was not much support 
to the car, but Mr Kirby’s idea might be a great improve- 
ment. He had built cars without truss-planks, using a 
bridge-brace running from the bolster up within five feet of 
the centre of the car about midway of the two braces and 
then bolted down. Those cars were run five years as 
sleepers, then changed to passenger cars, and had done well, 
He used an iron truss under the centre. 

Mr. More had built cars without truss-planks, using two 
projecting rails and a panel between, and they had done 
we 

Mr. Apams asked if any one had used paper panels. 

Mr. Kirsy had braced old cars by putting in short pieces 
of %-in. board between the posts. He thought paper panels 
would be good, but expensive. 

Mr. Apams had suggested paper as not liable to crack. 

The PRESIDENT presented an invitation from Superintend- 
ent George F. Burroughs to visit the New York Central 
yards end chops at East Buffalo, a es train being pro- 
vided. It was accepted and 3 o’clock named as the hour for 
ig: 

The Committee on Dictionary of Terms reported that the 
book was completed and ready for printing, over 1,200 
terms being included in it. The work been very great, 
A blank eet, | the proposed form was submitted. ‘ 

A proposition for printing and pub! the dictionary 
was submitted by the Railroad Gazette, and was accepted. 

On motion of Mr. Horxrns, a special vote of thanks to the 
Committee was passed. 

The following question was submitted by Mr. ApAms; 
Would it not require more power to draw the same load up 
a on a in. wheel than on a 33-in. wheel, saying 
n of the difference in weight of the wheels ¢ 

Mr. OrtTon thought it would take less. 

Mr. Forney thought there would be no difference. 

Mr. Hopxtns thought the decreased number of revolutions 


should be taken into account. 


Mr. Forney said that the axle friction would be less, but 
the rolling friction the same. 

Mr. Krrsy said that some experiments made at East Buf- 
falo showed that a car on 42-in. wheels would roll much fur- 
ther down grade than a similar one on 33-in. wheels. 

Mr. WILDER thought the difference in leverage would ex- 
plain this. 

Mr. OrtTON asked if two wheels of the same weight but 
different diameters were rolled down an incline, which 
would reach the bottom first. 

Mr. Forney thought that on a rough surface the big wheel 
| would get down ; on a smooth surface there would be no 
| difference. Going up grade there could be no difference in 





;| the power required, but a large wheel would go over ob- 


| structions better. 

| Mr. Wriper said that their (Erie) coal cars with large 

| wheels ran more economically. 

| Mr. Forney said that a certain amount of power was re- 

| quired to draw a car upa grade, whether the wheels were 

|large or small. He was not a against 42-in. whem, 
but wanted to get at the facts. As to whether the wear o 

| the rail was less with a large wheel, it was possible, but it 
was not safe to say much without more facts. : 

Mr. ADAMS that there was much less jar in passing 
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Freight Cars presented a report, which we have already 
published, 

Mr. Forp spoke in addition to what was said in the report, 
advocating the adoption of uniform standards for parts of 
cars. 

In answer to a question from the PRESIDENT, 

Mr. JOHNSON (New York Central) said he had some 35 
patterns of draw-bars for use for repairs on foreign 
cars, 

Mr. Mork said that a delegate from the Yardmasters’ As- | 
sociation had come to speak on standard draw-bars, but had | 
been obliged to leave. 

Mr. LEANDER GAREY said that it would be a great help if | 
trainmen were to report defects in cars to the inspectors, es- 
pecially as to the brakes. As to uniformity every one ac- 
knowledged that it was desirable; to secure it there must be 
co 1eessions made. 

Mr. OrTTON said he had found on his road 25 patterns of 

-aw-bars and 18 of axles. The number of castings required 
ior repairs was enormous. Even with the same journals | 
there were many different boxes. The first necessity was 
an approach to uniformity in the running gear. | 

Mr. GrirFirH spoke of the great importance of uniform- | 
ity, especially in running gear and draw-bais. He advo- | 
cated strongly the continuous draw-bar, which could easily | 
be made uniform, by adopting a standard length. It was 
cheaper and stronger and avoided the strains thrown upon | 
the car-body in alongtrain. He alsospoke of the draw- | 
head and the need of uniformity to secure ease in coupling | 


cars. He also spoke of the difficulty caused by the use of 
different patterns of self-couplers, which would not always 
couple together, He moved that a committee be appointed 
to report on the best standard draw-bar arrangement for 
cars ; also a committee on uniformity in running gear. 

The motion was seconded. 

Mr. Forp spoke of the importance of examining brake-gear, 
and the danger arising from defective brake-wheels. He 
made his inspectors take particular pains on this point. 

Mr. Kirsy thought that loose brake-wheels were often 
caused by the brakemen. Sometimes two cars would come 
together so that one brake-wheel must be taken off before the 
other could be used. It was important that all freight cars 
should have the brake-wheels in the same place, so that two 
would not come together in this way. They should all be on 
the left-hand of the car. 

Mr. VARNEY always put his on the left-hand side. 

Mr. Forp asked whether the Association should not take 
some action on this point. 

Mr. Kirpy said that action had been taken several years 
ago. 

Mr. Apamssaid that formerly boggled New England roads 
put the brake-wheels on the right, while Western cars had 
them on the left. They had decided to change theirs on the Bos- 
ton & Albany to the left, though at first the trainmen did not 
like it. In Massachusetts there was a legal penalty of $500 for 
running acar with a defective brake. ey had one sta- 
tion, at the top of a mountain grade, especially for the in- 
spection of brakes. They had to do it, both on account of 
the law and to protect their trains. 

Mr. ORTTON thought the right side was the best place, be- 
cause if the wheel broke the tendency would be to throw the 
man on the roof, and not off the car. 

Mr. Krrpy said that a committee appointed some years ago | 
found a large majority of roads using the left-hand brake. 

Mr. 8. A. Davis thought they were running into details | 
too much, Some years ago a standard height of draw-bar | 
was agreed on, and later a standard axle. They should have | 
more standards now that the exchange of cars was so gen- | 
eral. He gave several instancés of the importance of this 
question. 

Mr. ADAMS renewed the motion for a committee on a 
standard draw-bar, and also moved that a committee be ap- 
pointed on different styles of brakes, with a view to adopt- | 
ing a standard. 

Mr. Forp moved to amend by referring both subjects to 
the Committee on Subjects. | 

The motion as amended was carried 

Mr. MARDEN said that he had put the brake on the right | 
hand, and believed that it was most convenient for train- | 
men, 

Mr. ADAMS thought that there was no reason for such pre- 
ference except custom. The great majority had the brake 
on the left hand. | 

Mr. MARDEN had no pee to changing, but would ob- | 
ject if it could be proved it was wrong to = 

Mr. 8. A. Davis thought the left hand the most con- | 
venient for brakemen. 

Mr. OrTTON again said that the right hand was the safest 
for trainmen. 

Mr. ADAMs said that the subject had been discussed once | 
before and settled. The preferences were more the result of | 
habit than anything else. 

Mr. COULTER ead on the blackboard explain- 
ing the position of the brake as put on the Ohio & Missis- | 
sippi cars. 

Mr. OrTTON said that he had been mistaken and was ready | 
to admit it. 

The PRESIDENT suggested the appointment of a comnittee | 
to draft a circular explaining the necessity for a uniform po- 
sition of the brake-staff and wheel. 

’ Mr. C. A. Smrru thought the matter had been settled once 
before. 

Mr. C. E. GAREY thought that the adoption of a standard | 
draw-bar would help in the matter of train-brakes. 

The PRESIDENT suggested that members examine the pat- 
terns and models, a number of which had been sent by dif- 
ferent parties. 

Mr. ForRNEY spoke of the great importance of uniformity 
in serew-threads. He spoke of the models, etc., brought to 
the convention, and moved that a committee be appointed | 
to arrange for their proper exhibition to members. 

The motion was adopted, 

Mr. OrtTon asked whether there were not some improve- | 
ments which members had tested during the year. 

Mr. MARDEN moved that a committee be appointed to 
draft a circular explaining the necessity of placing all 
brakes in a similar position on the car. 

The motion was adopted and the PRESIDENT appointed 
Messrs. John Kirby and F, D, Adams as such committee. 

Mr. ApaMs said that they had been using a very heavy | 
cast-iron draw-bar, with a wrought-iron spindle welded in, | 
and had found it the best they ever had. 

Mr. CouLTER said that 











e great point was to havea | 
standard length of draw bar. The expense was the great ob- | 
stacle to a change. 

Mr. Forp spoke of the continuous draw-bar and asked for | 
information about it. 

Mr. ALLEN said that on the Indianapolis, Bloomington & | 
Western they had 500 cars with the continuous draw-bar, 
and atter three years’ use he could recommend it strongly. | 

The PRESIDENT then read the following: 

* Resolved, That a cummittee of three be appointed by | 
the Chair to the rules governing the interchange 
of freight cars, which are now somewhat complicated by 
reason of their successive growth, into better sequence and | 
order, making, however, no material change in their gen- | 
eral provisions and spirit, Such committee to report to the | 
Association at least one month before the next yearly meet- | 





ing, and the proposed rearrangement to be printed and sent 
out to the various roads in time to be duly considered before 
the meeting.” 

The PRESIDENT stated that the rules needed rearrange- 
ment, and were also not as explicit in some points as they 
should be. Their general import was not to be changed. 

The resolution as read was adopted. 

Mr. Apams thought the rearrangement was necessary, 
and that the rules should be made more definite. He wanted, 
however, that members should understand that the present 
rules remained in force meanwhile, and that there was to be 
no material change. 

The PRESIDENT said that the resolution was so plain there 
could be no misunderstanding. 

“oo Convention then adjourned to the following day at 
a, m 


Convention of the American Society of Civil En- 
gineers. 





Last week we gave a short account of the proceedings of 
Tuesday, the fifth day of the Boston Convention. From the 
Boston papers we abridge the following account of the pro- 
ceedings of the following days: 

WEDNESDAY. 

The members spent the early morning in inspecting the 

buildings and apparatus of the Institute of Technology, and 


in es some instruments made by Messrs. 
Berger, which attracted much attention. 


uff & | 


The meeting was called to order by Mr. Philbrick at 10a. m., | 


and Mr. Milnor Roberts read a dispatch {to Mr. Corthell from 
Captain James B, Eads, announcing that a channel of 24 ft. 
9 in. in depth through the jetties had been reached, and that 
885 ft. only was less than 26 ft. deep. The least width of 
the 24 ft. space was 76 ft. This announcement was re- 
ceived with applause by the meeting. Discussions being in 
order, the subject announced was a pe ver entitled ‘ Notes 
and Experiments on the Use aud Testing of Portland 
Cements,” by W. W. Maclay. A paper on this subject was 
read from Mr. Whittemore, Chief Engineer of the Milwau- 
kee & St. Paul Railway, and the subject was discussed by 
Mr. Collingwood of the Brooklyn Bridge. Mr. Collingwood 
also added some notes upon the strength of brick. 

The next subject was the use of brick arches for sewers, 
being a paper read by Mr. R. Hering of Philadelphia. 
Colonel W. Milnor Roberts followed with examples which 
substantially agreed with Mr. Hering. Mr. Collingwood fol- 
lowed, also indorsing the views expressed by the author of 
the paper. The Secretary then read a letter from Mr. Ches- 
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vicinity were made, the following account of which is 
abridged from the Boston Journal : 

Before proceeding on the harbor excursion, the members 
of the society visited Fort Hill square, where the system of 
the Fire Department was inspected by invitation of the Fire 
Commissioners. The visitors expressed themselves highly 
pleased with the efficiency of the department. After a 
urther inspection of the stables and interior arrangements 
of the house, the party proceeded to Eastern avenue wharf, 
where the steamer J. Putnam Bradlee was in waiting to take 
them on the excursion. 

The party consisted of about 150 ladies and gentlemen, 
among whom were His Honor Mayor Pierce, Collector Beard, 
the Committee of the Board of Trade, Hon. Samuel Little, 
Edward Appleton, A. D. Briggs, of the Board of Railroad 
Commissioners; City Engineer Davis, J. P. Clark, Manager 
of the New York & New England Railroad; A. L. Holly, of 
New York, who introduced the Bessemer steel process into 
this country; Col. William Milnor Roberts, of New York, the 
Nestor of Civil Engineers in America; G. Clinton Gardner, 
Superintendent of the Pennsylvania Railroad; Thomas Cur- 
tis Clarke, bridge builder, of Philadelphia; T. J. Whitman, 
member of the Board of Public Works of St. Louis; Dr. Mc- 
Fadden, of the Philadelphia Water Works; T. D. Lovett, 
Chief Engineer of the Cincinnati Southern Railroad; J. B. 
l'rancis, the veteran engineer of Lowell; Charles Latimer, 
Chief Engineer of the Atlantic & Great Western Railroad; 
John W. Hill, of Cincinnati; Gen. George S. Greene, for- 
merly of the United States Army; F. Collingwood, Assis a \t 
Engineer of the East River Bridge; President Runkle, of th» 
Institute of Technology; J. Dutton Steele, of the Reac- 
ing Railroad; Professor C. H. Smith, of the Univer 
sity of St. Louis; E. C. Corthell, who is associated with Mr. 
Eads in the construction of the Mississippi jetties; Gen. Ellis, 
of Hartford; Prof. Thurston, of the Stevens Institute of Tech- 
nology, and other eminent engineers, including Messrs. 
Peterson and Kennedy, of Montreal, whose presence indi- 
cates the cosmopolitan character of the Society. 

The Bradlee left her berth at ten o’clock, and steamed into 
the upper harbor, affording the visitors an opportunity to 
view the Navy Yard and the freight terminus of the Boston 
& Lowell Railroad at Mystic wharf ; after which the party 


| was carried across the harbor to the South Boston flats im- 


|two forward hatchways, and carpenters were 


borough upon the same subject, and Mr. Hering added a | 


word on this subject. Mr. W. P. Shinn then reverted to the 
subject of cement tests, and read a paper descriptive of ex- 
periments upon this material. 

Mr. Francis followed with a paper on the rainfall during 
October, 1869. 

General Ellis then discussed a paper by E. P. North on 


and Mr. North replied, after which the convention ad- 
journed till 7:30 p. m. 

In the afternoon the convention divided into parties, each 
member electing which he would join, and visited Harvard 
College and Mount Auburn in charge of Frederic Brooks; 
the Art Museum, Natural History building, Trinity Church 
and other places of interest in charge of E. 8. Philbrick and 
m. FF. Walling : the work on the new system of sewerage 
now in progress, in charge of E. C. Clarke and George 8S. 
Rice, engineers engaged upoii the work; Bunker Hill by in- 
vitation of Hon. Richard Frothingham; and Navy Yard in 
charge of Clemens Herschel and Joseph Veazie; Brighton 
Abattoir and the Watertown Arsenal in charge of H. M. 
Wightman, Assistant City Engineer; the Creosoting Works 
at South Boston by invitation and in charge of the pro- 
prietor, E. R. Andrews. 


provement, the sea-wall] of which was especially interesting 
to the engineers. Some time was spent in an inspection of 
this work, and then the Bradlee made a landing at pier No. 
6 of Grand Junction wharf. Here the company was escorted 
by Mr. W. H. Lincoln on board the steamer Bohemian, of 
Thayer & Lincoln’s line, which was discharging salt from one 
hatchway while two streams of grain were pouring into the 
tting up 
stalls on deck for the transportation of live stock to Liver- 
pool. The steamer Naples of the same line, nearly loaded 
with 380 cattle, and hay for the voyage, sailed in the after- 


|noon, crossing the wake of the Bradlee as the latter ap- 


| Junction wharf. 


proached Deer Island. The Bohemian will take out 500 head 
of cattle, 2,000 of which will have been shipped from East 
Boston this week. The docks and wharves presented a busy 


‘ n discus: | scene, ziving the strangers an idea of the extensive busine: 
wing dams on the Mississippi, above the falls of St. Anthony, | . ~ — . Sena” Cae 


which has sprung up between this port and Liverpool. Our 
own se le were surprised to learn that between 200 and 300 
cars loaded with cattle, grain and provisions arrive at Grand 
One-fourth of these go back loaded with 
The sheds were filled with merchandise 


imported goods. 


| awaiting shipment. 


| lunch was served on board the Bohemian. 


An hour was — at East Boston, during which time a 

About 12 o’clock 
the Bradlee turned her prow toward Fort Warren, where 
the party landed, and, entering the fort, was received by 
Col. John Mendenhall, U.S. Artillery, commanding. The 
visitors made the tour of the fortification, inspecting the 


|guns on the parapet, the bomb-proof casement and the 


quarters of the men, after which they returned to their 


| steamer, which stood out for Minot’s Light. 


At half-past seven the meeting was called to order by Mr. | 


E. 8S. Philbrick. The Committee on the Resistance of Rail- 
way Trains reported through Mr. W. P. Shinn; Mr. Theo- 
dore P. Ellis submitted a paper on the subject of Uniform 
Reports of Railway Companies and Mr. Charles Latimer 
resented a chart of a graphic method of keeping accounts. 

he Committee on Permanent Quarters of the Society re- 
ported it not advisable to make any change, and the com- 
mittee was continued. The Committee on the Correct Test- 
ing of Iron and Steel reported that the appropriation made 
by Congress for this purpose had been expended and it was 
doubtful if another would be made this season. The commit- 
tee was continued. 

Mr. George S. Morison reported, for the Committee on the 
Paris Exhibition, that the amount contributed had been ex- 
pended and the work, though fair, was not in as good condi- 
tion as had been hoped. There has been contributed $972 
and $1,103 has been expended. A subscription was opened 
and $145 was subscribed, of which $135 was paid. An invi- 


tation was extended to the Society to hold their next annual | 


session in St. Louis. 

A business session was then held, the President in the chair, 
and a general discussion was had on the subject of a pro- 
posed amendment to the constitution, making the Secretary’s 


| term of office to be at the pleasure of the board of directors; 


and also upon a proposed amendment to the by-laws in rela- 
tion to the election of officers. A committee of three, Messrs. 
Croes, Collingwood and Philbrick, were appointed to exam- 
ine into the usages of similar societies, and both matters 
were dropped. Messrs. George 8. Morison, Wm. P. Shinn, 
Max Hjortsberg, Captain Eads and Thomas Hardee were 
appointed a nominating committee. 

A paper on the uniform system of reporting the duty of 
pumping engines was read by Charles E. Emery, and after- 
ward discussed by Messrs. Leavitt, Flagg and ittaker. 

Papers on ‘‘Consumption and Waste of Water,” by Mr. 
Harlow, ‘‘Connected Are Marine Boilers,” ‘“ Preservation 


| of Timber,” ‘Inclined Plane Railroads,” ‘Co-ordinate Survey- 


ing,” ‘‘Early Engineering,” ‘Resistance on Railway 


Curves,” ‘‘A Novel Railroad Survey,” “Science, Old and 


| New,” and on a “Survey of the Water Surface of the Erie 


Canal,” by W. H. Searles, were presented. 

Some discussion then took place on the wear of rails on 
curves by Messrs. Steele, Philbrick, Roberts and Latimer, 
caused by a letter from Mr. Yardley, of the Pennsylvania 
Railroad. 

An invitation to visit the property of the Boston & Albany 
Railroad at East Boston was received and accepted with 
thanks. Resolutions thanking the Boston Society, the local 
committee and the officers and faculty of the Massachusetts 
Institute of Technology for their efforts, were passed with 
acclamation. 

On motion, the thanks of the convention were given to 
Mr. E. S. Philbrick for the able and efficient manner in 
which he has presided over the meetings. Mr. Philbrick then 
gave a brief account of the old Minot’s Ledge lighthouse, 
washed away in 1851, as it was expected that the society 
would visit Minot’s Ledge next day. f 

At a late hour the meeting adjourned sine die. 

THURSDAY. 
Thursday excursions 


to various parts of Boston and 


AT DEER ISLAND. 

Immediately after leaving Fort Warren the company was 
invited to partake of the hospitality of His Honor Mayor 
Pierce, by whose orders Mr. J. H. Beckman, steward of the 
Parker House, served a bountiful and most acceptable colla- 
tion on the main deck of the steamer, to which ample justice 
was done. At 2:15 the steamer was turned homeward, and 
running through Hull Gut landed her passengers at Deer 
Island. Here they were received by Col. Underwood and 
escorted by the bend of the Deer Island Cadets to the insti- 
tution, the various departments of which were inspected. 

The boys and girls being assembled in the Chapel, under 
the direction of Rev. Mr. Dadman, gave an exhibition of 
their musical proficiency, with which the audience were 
highly pleased. After a short promenade about the grounds 
the visitors returned to the steamer. , 

Just before embarking, Col. Roberts, of New York, in be- 
half of the members of the Society and the ladies, expressed 
the admiratiun they felt for the triumphs of mind over mat- 
ter which they had witnessed durin the excursion, and their 
ia pape for the courtesies which they had enjoyed. Boston 

ad a right, in the possession of her charming suburbs and 


| her unrivaled harbor, to claim to be one of the magnificent 


| lives. 


ag three cheers for Col. Underwood, which were 


cities on this continent. They were greatly indebted to His 
Honor the Mayor for the collation they had enjoyed, and to 
the Board of Trade for the splendid ovation accorded the 
Society. Never before in all his travels had Col. Roberts 
seen an institution that would compare with that on Deer 
Island. These boys, picked up from the streets of Boston 
were receiving a training which would last them all their 
He was fond of music, and had heard a great deal 
but he had never heard the same number of human beings 
perform so well as the boys had done. He concluded by pro- 

4 iven 
xy the company. At six o’clock the excursionists landed in 
the city, and, having 
and President Little, 
wick. 

At eight o’clock most of the members of the society sat down 
to a well-filled table at the Brunswick, and after the needs of 
the inner man were satisfied Prof. R. H. Thurston proposed 
the following toasts, which were responded to by the gentle- 
men whose names appear: ‘The city of Boston,” E. S. Phil- 
brick; ‘“‘The board of trade,” J. W. Chandler: “ Massachu- 
setts Institute of Technology,” President J. D. Runkle: ‘‘ The 
local committee,” Clemens Herschel; ‘‘ Water,” General T. 
G. Ellis; ‘‘ Steel, coal and iron,” Martin Coryell: ‘“‘The New 
York & New England Railroad,” C. P. Clark, Manager; 
“The Eastern Railroad,” George S. Morison; “ Philadel- 
phia,” D. McFadden; “St. Louis,” Prof. C. A. Smith: 
** Lowell and Lawrence,” James B. Francis; ‘‘ Cincinnati,” 
all from this city had left the room; “The Railroad Man,” 
ae bg te New eatie Major Hardee; 

urgh,” W. P. Shinn; *‘ Chicago,” George S. Frost; ‘“‘ Cana- 
da.” Mr. Peterson; ‘‘ The Older Members,” General Greene. 
At 12:20 the remark was made that the members had got to 
start at 7:15 in the morning, and after singing ‘“‘ Auld Lang 
Syne ” the dinner came to an end. 


FRIDAY. 
On Friday the members made the following EXCURSIONS: 


About one hundred and fifty members visited Lowell and 
Lawrence by invitation of Mr. James B, Francis, agent and 


— three cheers for Mayor Pierce 
ey were conveyed to the Hotel Bruns- 
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ear opeegn . : "y 
engineer of the locks and canals on the Merrimack River. | straight line with a pencil can certainly comprehend, and | 


Each man’s peculiar taste was consulted by the division of 
the company into several parties, and thus everybody was 
able to visit the points of special interest tohim. Among | 
the places inspected were the Lowell Man Com- | 
pany’s and Merrimack mills, the canals and 1 new | 
system of measuring the velocity of the water, the city | 
water works and pumping engines. At the last place Mayor | 
Richardson made a short address and a collation was served. | 


| 
| 


which may at the same time suggest a method for answering | 
all similar conundrums. 

Upon a horizontal line lay off any distance, as C L, and | 
call itan hour. On a vertical line through L lay off L K, | 
on any scale, to represent the number of miles the mail train | 
goesin an hour, and L M by the same scale to show the | 


The Paris Exhibition. 





Parts, June 10, 1878. 
To THE EpiToR OF THE RAILROAD GAZETTE: 
Tome, and probably to many others, who spent consider- 
able time at the Philadelphia Exhibition, and who believed 
they had had enough of it tosatisfy them for many years to 


The party left Lowell for Lawrence at two o'clock. At this | number of miles the freight train goes in an hour. Lay off come, the International Exhibition at Paris isa very pleasant 


place the pumping station, H. F. Mills’ hydraulic works and 
the mills were visited. The gentlemen returned home 
shortly after six o’clock. 








Gonteibubens: 


Automatic Records. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Let me add a word to your frequent and well-timed en- 
deavors to promote close economy of management and the 
use of all practicable means and appliances for determining 
and recording their economic efforts, so that their real char- 
acter and great value may be clearly seen. 

In addition to the various automatic instruments now in use 
in connection with steam machinery, a visit by any one of 
our watchful master mechanics to a meteorological laborz- 
tory or weather station would suggest to him a whole series 
of methods, or possibilities, of making for himself various | 
automatic or self-keeping records. He would probably be | 
the first to admit, too, that the difference between the quiet | 
and careful attention which is possible in the laboratory, and 
the dust and confusion in which the greater part of his own | 
work must be done, would not make all the difference be- 
tween success and failure in his use of such apparatus. In 
other words, it would appear at a glance, to his eye accus- 
tomed to weigh the practicableness of things, that if a 
weather observer can provide instruments which will record, 
infallibly and continuously, by day and by night, such things 
as the direction of the wind, its varying force, the amount 
and duration of rainfall, the cloudiness of the sky, the height 
of the barometer, of the thermometer, and the moisture of 
tie atmosphere, he too can find means, equally simple and 
within the capacity of his own shops for contrivance, that 
will record for him many things equally useful, and even 
more needing to be recorded. 

In every particular for which an automatic record is to be 
desired for the engineer, the value of this record is very 
greatly enhanced if it be really self-written; that is, if the 
work, or the action of the machine itself, shall be the finger 
drawing the significant line. The record thus becomes abso- 
lutely a part of the machine, and the danger is obviated al- 
most wholly of any break in its continuity, during which 
the work done, and thus the record kept, might have been 
wholly changed or greatly modified. 

One reason may especially be urged for seeking to keep 
these automatic records of every possible part of the action 
of complex machinery, which is of especial importance. It 
is that with almost every branch of physical science in 
which it has been done, the intelligent study of such records 
has opened a way to an accurate comprehension of the two 
facts thus collected, that could have been obtained by hardiy 
any other means. Here, however, it may be urged, is the 
whole “‘rub” in the case of the master mechanic, and a 
hard rub too, for how can more than a very few of them 
find the time in which to make this intelligent study, even if 
they had the records? How, too, shall the needful apparatus 
be devised when hardly moments enough can be found even 
for the needful sleep that each day or night must provide 
lest the next day’s duties suffer? 

Probably an important reason, if not the chief, for the 
apathy too often felt in regard to such work, is the thought 
that, as completeness of apparatus cannot possibly be ob- 
tained, therefore nothing can be done worth attempting. 

The fact is, however, that some of the most useful, and 
certainly some of the most striking observations and discov- 
eries in physical science have been made with fixtures hardly 
more complex than a few tin cups, a glass bottle or two and 
some nails and wire or cord. The eye and mind of the mas- 
ter is needed, of course, to put the machine for the record of 
the rainfall, or the steam pressure, or whatever it may be, at 
its new task of telling its own story, and then the simple at- 
tachments, being thus given an existence, become the docile, 
though inanimate means of the great or useful result. 

Our master mechanics are probably sometimes discouraged 
in this that the interests they watch over are so vast that 
when a pinch comes they are compelled to cut down right 
and left, even where their own judgment would forbid; and 
thus the minute and rigid watchfulness they may have 
maintained so diligently is impaired or so relaxed that its 
utility is gone completely. This, however, only serves to 
show that the aim must be still more and more to put this 
guardianship into an inanimate hand, even if it be but rude. 

“ B.” 








A Graphical Solution of the Proble 


m of the Trains. | 





BRUNSWICK, Maine, June 10, 1878. 
To THE Eprror OF THE RAILROAD GAZETTE: 

You have had several algebraic solutions of the ‘‘ Problem 
of the Trains,”"* but I doubt if any of them will be under- 
stood by the average train-man, or even engineer. I there- 
fore send you a solution which any one who can draw a 

*“A mail train upon a railway starts a certain time after a 
freight train from the same terminus; and the time is so adjusted 
that, before arriving at the other terminus, the trains will exactly 
escape collision no more. It ha however, that from an 

nt the speed of the freight train s suddenly reduced one-half, 
after performing two-thirds of the journey, a collision takes 
= @ miles from the end of it. e ey wd 

ing m and n (m. < n), find the length of . 
(mand n denote 





ference of the es of 
—Railroad Gazette, May 31, page 270. 





| also L N, equal to half of L M, to show the number of miles | surprise. 


per hour the freight goes after the speed is reduced. Next, | 
draw lines through C K, C Mand C N, and these lines will 
represent the three rates of the trains. Lay off CO by the 
same scale of miles used at L K, equal to the distance from 
the end of the road to the point where the collision occurs, 
and draw O E horizontally to cut C K at E. Through £ 
draw E G parallel to C Nto cut C Mat G. Through Gdraw 
G H parallel to C L. C H, measured by the same scale of 
miles as before, is one-third the length of the road, and C J, 
equal to three times C H, is the length required. Also pro- 
duce C K and C M to cut the horizontal through J at B and A. 
The length A B, on the same scale as C L was one hour, is 
the required difference between the times of starting. 
G. L. Voss. 


| 


| 








“Reader” sends from San Francisco the following: 
@Answer.—Length of railroad 


{ m 
led, lake miles. 
n 


Difference of time of starting 
n—m 





m) 
a|2——| hours. 
nm n) 





WasuHineton C. H., Ohio, June 18, 1878. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Let m = the speed of the mail train per hour, n = the 
speed of the freight per hour, a = the distance from ter- 
minus to point of collision ; also let mn a = the length of 
road. Then we have 




















mnr 
=n2x = time of mail. 
m 
mnr 
= m2 = time of freight; 
hence m « — n x = (m—n) a = actual difference in time of | 
starting trains. 
2mnx 2mer 
-+n= 
3 3 
= time of freight train running two-thirds of distance. 
2mnz n 
[mnz—a— + — = time of freight after accident | 
2mnzxr—6a 
‘is 3n 
Therefore, 
2Qmx 4mnxr—6a 


2mnx—6a 
3 ane ge ee 

= whole time of freight previous to collision. 

mnr—a 








m 
= time of mail train in running to point of collision; add 
difference of time of starting = (m—n) x and we have 
another expression for the whole time 
mnzr—a 


mtzr—a 
—— +m2r—nz = —————. 





m m 
From all of which we have the equation, 
4mnz—-6a m*%rxr—a 


3n 





om 
which gives 
3a(2m—n) 


eS min 
hence the length of the road 
3a(2m—n) 
=mnr= ——. 





m 
If we assume a, m and n = 10, 20 and 12, respectively, we 
will have 








30(40—12) 7 
Length of road oo Re 
ts) 
20x12x7 30(40— 12) 
=manazr= —— = ————- = 42 miles. 
40 20 
Time of freight before change of speed 
42x2 





+ 12 = 2% hours. 
Time from change of speed to collision 


42 x 2) 
[se—10-=*"| «6 = s¢nour 

Hence whole time to collision = 24 + % = 8hours. Time 
of mail in running to collision = (42 — 10) + 20 = 1} 
hours; difference in time of starting = (20 — 12) x 4% =13 


Iam not mistaken in saying that Americans got 
but a slight idea of the culture, skill and talent of other 
nations from our exhibition of 1876. The French nation, 
especially, excels all others wherever the art testis the 
chief requirement. 

It is not easy to turn one’s thoughts from all the beautiful 
things which are exhibited and take for the subject of cor- 
respondence the most prosaic part of the exhibition—the 
machinery. 

If the skill of Americans in engineering does not excel 
that of other nations, it certainly will not be placed second 
to any of them, and on this account, as also on account of 
the efforts made lately to introduce American manufactures 
in foreign countries, the American display of machinery 
should have been far better than we find it. Those, how- 
ever, who are familiar with the subject will easily discover 
that many American inventions are well represented amorg 
the exhibits of other nations, having been adopted by them. 

American agricultural machinery and implements, dis- 
played in an annex, are more completely represented than 
other kinds of machinery; they are, however, only a small 
fraction of the Philadelphia display. The tools, metal and 
wood-working machinery, are very poorly represented, con- 
sidering their excellence and variety. The pneumatic rivet- 
ing machine, manufactured by Allen & Roeder of New 
York, attracts special attention. Many European engineers 
who were not able to visit the Philadelphia Exhibition, and 
from the reports alone have learned something about the pro- 
gress of our railroad engineering, expected to learn more 
about it at Paris; but they are disappointed. So many 
American locomotives have been sent abroad that, I should 
judge, if only for the commercial reason, they ought to be 
represented at Paris. There is but one locomotive, built by 
the Philadelphia & Reading Railroad Company, constructed 
specially for burning anthracite and soft coal dust, and pat- 
ented in 1877 by Mr. Wooten. Its most prominent feature 
is the fire-box and grate, which extendon the outside of the 
drivers, thus having a large surface. The grate consists of 
water-pipes, between which cast-iron bars are placed. The 
boiler is placed very high, and the running gear consists of 
six-coupled drivers and four truck wheels. In details there are 
some variations from our regular practive, and thus this 
locomotive does not represent the American standard. 

The Westinghouse Air Brake Company, of Pittsburgh 
makes a very attractive display. Toa platform car, belong: 
ing to the Chemin de Fer de Ouest (this company has adopt- 
ed the Westinghouse brake on the entire line, and orders 
are given to fit up all the rolling stock with it), a number of 
air cylinders, representing in all a train of 10 cars, is attach- 
ed, and the action of braking is shown in a similar way to 
that in Philadelphia. * There is only a model of a Pullman 
palace car, but I was told that to-morrow a regular car will 
be placed at the exhibition. The model alone is already a 
great attraction to the visitors, who wonder at the comfort 


| and luxury which the American traveler enjoys in his coun- 


try. Mr. John Stephenson, of New York, sends three street 
cars, two of which, one with seats on the top and the other 
an ordinary car, were sold in England before they left 
America. Messrs. Brill & Co., of Philadelphia, are also rep- 
resented by one street car. 

The American chilled cast-iron wheels are represented by: 
the Barnum Richardson Co., of Connecticut; A. Whitney & 
Sons, of Philadelphia; and the Lobdell Car Wheel Co., of 
Wilmington, Del. The Barnum Richardson Company, aside 
from wheels, exhibits also the celebrated Salisbury ores, 
and different grades of iron. This important branch of 
American industry ought to be exhibited in a little more con- 
spicuous place; as it is placed in the alimentary section, it 
was with some difficulty that I could findit. The National 
Car Spring Co., of New York, makes a small display of 
spiral car springs. Nathan & Dreyfus, of New York, exhibit 
injectors, ejectors and lubricating apparatus. 

Here I shall interrupt my correspondence, and leave for 
the future the description of what is exhibited by the other 
nations that would be of in terest to the readers of the Rail- 
road Gazette. 

I may add only that our English competitors have done 
their best to be well represented this time. 

There is quite a number of American engineers at Paris, 
but few of them, however, are to be met with at the exhibi- 
tion, Paris possesses so many other attractions. For the in- 
formation of those who intend to come here, I may say that 
although the prices are higher than what they were 
formerly, they are not excessive, and one can live here 
cheaper than he could do in Philadelphia in 1876. 





Canadian Railroads in 1876-77. 





Our railway 


system, which has been built up within the 
lifetime of a 


le generation, alréady comprises the 
41 miles, and the increase still goes 
year [year ending June 30, 1877] we learn 

’ official report, there were added 417 
Of recent additions to 


among thirteen different roads ; 


; 51 on the Albert ; 2644 on 


oronto & Ni ; 2414 on the Whitby & Port Pe 
and 70 on the ee Bite Extensive additions 








hours; hence 13 + 1% = 3 hours. Ww. Rock, C. E. 
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Pacific Railway, which is only in its early stages, and which 
many years must be co in completing. i 

The reconstruction which has taken place, on different 
roads of late years, is extensive, the original ga 
6 in. being rapidly discarded. t was at first intended for 
the uniform gauge of all our roads, is now by universal consent 
admitted to be unsuitable. _ The prevailing gauge, and that 
which will probably some day become universal, is the 4 ft. 
8\¢ in. Of the total mil , 4,366 is of this gauge; and the 
narrow, as well as the old vincial, is probably doomed. | 
The Toronto, Grey & Bruce would change its narrow gauge | 
to the prevailing width at once, if it had the means. One | 
advantage of this gauge is that it enables our railways to in- 
terchange cars with the American roads, while it probably 
secures the maximum ——_ motive power. The old 
Provincial gauge is likely to disappear altogether before the | 


narrow makes its exit; there being now remaining | 


only 540 mi ies of the former, while of the latter there are | 


672, which the conversion of the Toronto, Grey & Bruce | 
would reduce to 481, It cannot be said that the narrow 


gauge has not served a useful purpose, and it is not certain | 


that it may not again be used as a cheap means of penetrat- 
ing into unsettled districts. ; 

The traffic earnings of the railways in operation durin, 
two years past were as follows, an increase in mileage of 41 
miles existing in 1877: P tt 














1 aa = | Ine., | Dee., 
1876-77. | 1875-76. | per ct. per ct. 
Passengers............ $6,458,493 254, St are 
Freight SY rs ae } 11,321,264 ar 1,158). tgesee 7.85 
Mails and express... .| 744,741) 703, 5.47 |. .ee ee. 
Other sources......... | 217,554 188, Be Paik ence 
eh ke | $18,742,053 $19,358,084) Fj al | 3.18 





Total decrease, therefore, is $613,030.63, which is entirely 
under the head of freight. is decrease was not because 
there was less freight moved—the figures show that there was 
more; but is attributable to the low rates obtainable for 
through freight. Express freight, passengers, mails and 
other sources show an increased return. 

The capital raised by the railways open at the date named 
was as follows: 

Ordinary share capital paid up. 


$113, 702,126.82 
Preference . 7 : 


68,876,867.31 
79,676, 382.44 
55,320,802.28 


8,752,797.33 


darnd ey OU de SN A 8 $326,328,976.18 
The increase in this aggregate, which is $8,808,000 over 





Bonded debt < 

Loans or bonuses from Dominion Government. . . 

Loans or bonuses from Provincial Government or 
municipalities 





that of the previous year, and $26,500,000 over that of 1875, | 


consists largely of muncipal grants by way of loan or bonus. 
Preference apial is increased $2,726, and ordinary 
shares $1,493,000, These —— represent the par value of 
the securities issued; the cash realized upon them was con- 
siderably less. When to the above total is added $19,621,- 
140.12, capital of railways under construction, at the close 
of the fiscal year, we have $345,950,116.30, for roads opened 
and building, an increase of twelve millions within the year. 

The Great Western returns 79 miles of double track and 
the Southern one mile. The proportion of steel-laid track 
has become greater, and there 1s an increase in sidings, en- 
gines and cars owned, and a decrease in engines and cars 
hired. The track mileage has increased by 1,347,185, or 
about 7 per cent. 

The number of passengers carried was 6,073,233, a gain of 
528,419, or 8.7 per cent. over 1876. The freight sonnnge 
carried was 528,086 tons, or 8.34 per cent. greater than the 
previous year, amounting to 6,331,757 tons. * * 
The gross receipts were ....:......... 60sec eee eens $18,742,053.48 
The QroSs CXPONSES ..... 2... e eee eeeeseee@eccee ss ~ _15,290,091.48 
making the profit on working $3,451 $62, which is $103,400 
less of net _— than was shown in 1876, and is equal toa 
profit of 4.33 per cent. on the bonded debt. Such a result 
leaves but little hope of return for holders of share capital, 
and small room for governments or municipalities to get 
interest upon their advances. 

The expenses last were 81.59 cent. of the earn- 
ings ; in 1876, they were 81.63, a slight gain, it is true, but 
still in the right direction. 
gross —- per mile were only $3,362 in 1877, as against 
$3,753 in 1876; operating expenses a per mile, 
while in the previous year they were $3,064. 

Only five ngers were killed during the year and 18 
injured; but employés “‘and otkers ” bring the total killed 
up to111 and injared to 317, which was slightly more than 
the previous year. The railway traveler is thus probably 
nearly as safe as the man that stays at home. 

The financial result is in one respect peculiarly un- 
satisfactory; since while there has been a_ lar 
addition of business, there has been less net profit. 

e lines are all subject 

tition; this branch of the railway busi- 
ness having nm overdone, and now a new phase in their 
existence has come. Through freight is beginning to include 
not only railway carriage from the West but ocean freight 
to Europe; and, other t being sages, the railwa 

can make the best arrangements with ocean steamship lines 
will have the best chance of success. That the through lines 
do not pay is owing to foreign competition, for which no one 
in this country is ble. 

The holders of 


severe con) 


Municipalities and governments ma 
than direct returns, and if they get these they have no right 


to complain of disappointment. Financially, there is much | 


room for improvement in our railway \pemoeeien, and we 
wish we could see the means by which and the time when it 
would certainly come.—T o Monetary Times. 


The Railroads of the United States in 1877. 


{From advance sheets of ‘“‘ Poor’s Manual of the Railroads of the 
United States,’ for the current year. ]} 

The Manual of the Railroads of the United States 

for 1878 is the eleventh annual number. It contains some 

new features which will add much to its usefulness. For the 


first time, are the railroads of each state uu) ther, 
wanders aden The 





the order of the states being that 
statements for the railroads of each are preceded by tables, 
giving the names of the roads with the mileage within each, 
as well as 
to the fullness and value of the reports made by the several 
companies. By way of appendix, a complete list is given of 
the titles of roads which have been abandoned or merged 
in other lines. 

The depression of the three previous years still continues. 
Not only has there been a considerable decline in the con- 
struction of railroads, but the earnings also show a larger 
relative decrease than at ~~ since the first publica- 
tion of the Manual. The num 
during the year 1877 was 2,177, against 2,657 for 1876, 
1,758 miles for 1875, and 2,305 miles for 1874. The largest 
number of miles built has been in New York and Pennsyl- 
vania, and in narrow-gauge lines in Ohio, Iowa and Texas. 





uge of 5 ft. | 


It is, however, true that the | 


to an extremely | 
which | 


msible, 
solwar shares are a long-suffering race. 
rather indirect | 


the total mileage of each road. Every year adds 


r of miles of railroad opened | *'8°,7 


| No new lines of any considerable magnitude have been under- 
taken. The tables which follow will show in what sections 
| there has been any considerable increase, 

The gross earnings of all the roads whose operations have 
been reported, have equaled $472,909,272, against $497,- 
257,959 for 1876 and $503,065,505 for 1875. The general 

| result of the operations of our railroads for the last seven 
| years is shown in the following statement: 

Statement showing Miles of Railroad, Capital Account, Earnings, 
etc., for seven years. 


Miles 


























YER. Capital and Dividends 
operated. funded debt. paid. 
187 74,112 $4,568,597,248 | $58,556,312 
ae 73,508 4,468,591,935 68,039,668 
1875. 71,759 4,415,631,630 74,294,208 
1874. . 69,27: 4,221,763,594 67,042,942 
1873.. 66,237 3,784,543,034 67,120,709 
1872 57,323 3,159,423,057 64,418,157 
(i, er 44,614 2,664,627,645 56,456,681 
EARNINGS. 
YEAR. — — — 
Gross. Net. From From 
freight. passengers. 
, ee $472,909,272 $170,976,697 $342,859,222 $130,050,050 
1876 .. ..| 497,257,959 186,452,752 368,137.376 136,120,583 
1875 503,065,505. 185,506,438 363, 234\ 139,105,27 
1874 520,466,016 189,570,958 379,466,935, 140,999,081 
1873 526,419,935 183,810,562 389,035,508 137,384,427 
1872 465,241,055 165,754,373 340,931,785| 132,309,270 
1871 403,329,208 141,746,404 294,430,322, 108,898,886 


It will be seen by the above that the earnings have 
compared with 1876. 

The ratio of net to gross earnings was 36.16 per cent., as 
against 37.5 per cent. for 1876, equal to an increase of 1.36 
per cent. in the operating expenses, as compared with the 
preceding year. e decrease in earnings from freight has 
amounted to $18,278,154; and in passenger traffic, $6,070,- 
533; the percentages of decrease being Ppt 4 9.5 and 
9.7 per cent. The dividends have fallen off $9,483,356; and 
are less than for any year since 1871. The total amount of 
— stock on which dividends were actually paid was 
$835,038,896, giving an average rate of 7 per cent. No 
dividends were paid on any of the railroads in. the states of 
Arkansas, Colorado, Florida, Kansas, Louisiana, Mississippi, 
Missouri, Nebraska, Oregon, Texas and Vermont—nor, ex- 
cepting on leased lines, in Iowa and Minnesota. 

* * * * * * * 
The summary of earnings, expenses, etc., given in the 
| tables which follow shows that the decrease of business has 
| extended over all parts of the country, and to what extent. 
The reduction in the rates of transportation, noted in 1876, 
| has continued through 1877, as an examination of the state- 
| ments of all the leading railroads throughout the country 
| will show. 
| The earnings and expenses of the Central Pacific Railroad 
were included among those of the Pacific States in 1875, and 
| the preceding years, which explains the apparent decline in 
earnings. 
aw 





* x * * * * * 
| The earnings of the Union Pacific Railroads are included 
| among those of the Western States for the year 1875 and the 
casein years. For 1877, the earnings, etc., of the rail- 
|roads of Arkansas and Texas are included among those of 
lthe Western States; prior to that, they were grouped with 
the Southern States. 
| It will be seen that the principal decrease in earnings has 
been in the Middle States, due, partly, to the depressed condi- 
| tion of the coal trade, and partly to the falling off in pas- 
senger earnings as compared with 1876, the Centennial 
| year. ‘ 
The elaborate tables heretofore printed in the manual are 
omitted this year; but the final results, the only important 
feature, are given in full detail. There is added a table re- 
ducing these results to the unit of 100. From this it will be 


Table showing the Mileage, Gross and Net Earnings, Freight 
and Passenger Earnings, and Dividends of the Railroads of 
the United States for five years, 1873-1877, arranged by geo- 

| graphical divisions. 











1877. 1876. 1875. 1874. 1873. 
| 
N. ENGLAND. 
re 6,039 5,783 5,732 5,617 5,303 
Earnings : 3. x $ $. 
Passengers... 20,065,709 20,516,215, 21,776,893) 22,111,787 22,358,645 
| Freight, etc.) 24,524,756 25,244,778 26,552,029) 27,952,987 29,310,043 
tp . see 44,590,465 45,760,993) 48,328,922) 50,064,774 51,676,688 
| Net.......... 13,735,746 15,379,072 15,324,654) 16,713,183 15,061,777 
| Dividends... 6,977,726, 7,607,973, 8,788,040) 8,511,971 9,004,488 
Mip. STATEs.* 
| Miles......... 13,607 13,647 13,173 12,874 12,441 
| Earnings: $. > 
Passengers..| 39,255,780 47,483,865) 40,772,967 41,699,871 42,355,230 
Freight, etc. 116,687,341) 130,129,542) 134,904,451 144,798,567/ 151,697,072 
Total........ 155,943,121 177,613,407 | 175,677,418 186,498,438 194,052,302 
eee 61,033,089, 69,382,517 65,609,418 90,188,972) 69,280,585 
Dividends... 24,890,480 33,690,111 39,357,196 37,600,154) 36,531,343 
So, STATES.+ 
BER. 50040 2070 11,272 13,948 13,522 13,505 13,908 
Earnings: att 
Passengers... 9,953,000) 11,877,901) 13, 915 14,131,291 15,310,989 
Freight, etc. 29,859,268 38,865,747) 36,534,312) 38,127,950 38,485,420 
. RR 39,812,358 50,743,648 50,399,227 52,259,241 53,696,400 
| a 12,664,346, 17,119,031) 16,741,060 17,269,332 18,133,349 
Dividends..,| 2,740,793 1,860,35: 1,496,906 1,068,455 901,396 
WESTERN AND 
8S. W. STATES? 
ee 39,136 36,753 36,058 35,639 32,973 
Earnings: $ $ 8 o& 
Passengers. 44,437,039 48,362,211, 54,903,084) 56,788,466 51,620,779 
Freight, etc. 148,767,477 142,880,621 151,224,570 158,086,011 | 160,097,002 
Wei axcacee 198,204,516 186,242,832 206,217,654 214,860,477 211,717,781 
eee 66,085,243 63,012,968 75,604,108 75,546,695 72,464,212 
Dividends.. 14,556,462) 17,304,532 1,230,511 16,605,832 19,055,247 
PAC. STATES. 
eS 1,896 1,126 1,023 417 390 
Earnings: s 
Passengers. 2,330,079 1,727,911) 1,843,207 1,223,248) 1,175,193 
Freight, etc 5,466,845 4,136,405 3,737,239 1,316,124 1,237,603 
Total.... 7,766,024 5,864,316 5,580,446 2,538,372 2,412.7 
RS cenensins 2,655,137 2,331,325 2,687,069 1,395,700) 1,263,007 
Dividends . 240,089 STOR cas wescedehesececanees Pesocceuucces 
PACIFIC RAIL- 
ROADS.§ 
eee 2,251 2,251 2,251 2,251 2,251 
Earnings: & s 
Passen, 9,163,627 10,216,424 10,213,956, 9,002,276) 8,641,013 
Freight, etc.) 23,006,455 20,817,379 18,770,892) 15,792,318) 15,568,931 
WT oscases $2,170,082 31,033,803 29,014,848 24,794,504) 24,200,944 
Rides Gove 15,053,582 17,033,517 16,614,855 14,374,742) 13,648,195 
Dividends..., 7,281,640 7,200,000 7,632,250 3,256,530/ 1,628,265 





* Including Maryland, District of Columbia and West Virginia. 
+All the states on the Atlantic and Gulf coasts except Texas, and 
‘ennessee and Kentucky. 
¢ Ohio, Michigan, Indiana, Nlinois and Wisconsin on this side of the 
| aE war of the mem ye ay Louisiana, 
| the Union and Central Pacific is, and the “ Pacific States,” 
Nevada, California, Oregon and Was! 
| § There is certainly an error here. 
' and the earnings too large.—Eprror RaILROoaD 





for 1877 is too small 
AZETTE. 


fallen off $24,348,687, and the net earnings $15,476,055, as | 
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| a special messenger in a gig 
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seen that for each 100 miles of railroad in the United States 
there are 22.8 miles of second track, sidings, etc. ; 20.1 loco- 


motives; 15.2 mger cars; 4.7 mail and express 
cars; and 495.8 freig t cars of ail ieee” vs 
The capital stock gates, $2,921,507 for each 100 miles; 


the funded debt, $2,848,308; the floating debt, $300,078; 
and the total cost of construction and equipment, $6,069,898 
ual about to $60,699 per mile of completed road. 
The gross earnings per mile were, $6,380.94; operating ex- 
mses (63.85 per cent.), $4,074; net earnings, $2,306.90. 
nterest paid on bonds per mile of road, $1,248.04; dividends 
The ratio of interest paid to 
total funded debt was 4.39 per cent.; of dividends to 
gate capital stock, 2.53 percent. In 1871, with only two- 
thirds as many miles of railroad in operation, and a little more 
than one-half the capital stock, the dividends a gated 
— equaling 4.19 per cent. of the capital then in- 
ves . 


Boston to New York in Ante-Railroad Days. 





The way to New York from all the region centering in Bos- 
ton was down the Providence road. Older residents remem- 
ber the Citizens’ Line in those palmy days of staging. They 
had 300 horses, and coaches and equipments ore. Their 
great stable-yard was in the rear oF the old Mansion House,,. 
on Milk street, with a front on Hawley street. Timothy Gay 
was President of the line, his headquarters at his great tav- 
ern-stand in Dedham, and Tom P. Brown was the exceed- 
ingly lively Boston agent, who, representing pretty much 
all the facilities for New York travel, condensed into him- 
self the whole essence of the numerous live and wide-awake 
representatives of the lines of to-day. Brown never let grass 
_ under his feet. He scoured Vermont for horses, pre- 
—— the compact, quick-stepping, muth-enduring Morgair 

reed, 

The Boston stage ran to Providence, there connecting with 
the New York boat at India Point. The hour of leaving 
Boston was 5 o’clock a. m. The 75 or 100 passengers, which 
flush times often offered, booked themselves at various stage 
offices in several parts of the city, careful to doso the day 
before. These names were brought into the general office 
in the Marlboro’ Hotel, where it was the last duty at night 
for the agent to go over the lists and arrange them, as far as 
possible, into stage-loads. At four o’clock began the duty of 

to go about and wake up the 
passengers, the stage coming after in due time to pick up its 
oad. At 5 o’clock the coaches were bowling out over the 
Neck, making their first stage to Dedham in time for mine 
host Gay’s hot breakfast. When the procession consisted 


| of from 12 to 15 filled coaches, as it sometimes did, there 


was a lively half-hour’s work in this feeding. The teams 
each made then 10 miles to a relay, and at 11:30, one-half 
hour before the boat started, the drivers would throw off 
their reins at the steamboat dock.. The steamers of that 
day were great affairs, even compared with our times ; the 
old President, the Chancellor Livingston and their mates 
carrying high piled on their rds from 30 to 40 cords of 
wood for the trip, the black diamonds of the mines not hav- 
ing begun their league with steam. The boat leaving Provi- 
dence brought her passengers into New York for breakfast 
asnow. There were sharp rivalries. A rising, grasping fel- 
low named Vanderbilt, began to press into the Providence 
route. The names of the i fated Lexington, the Washing- 
ton and the C. Vanderbilt will be recalled as among the 
fleet in this service. 

Nor was Agent Brown in Boston to have it all to himself, 
for David Homer, one of the directors of the Citizen’s Line, 

etting his back up, as men have done before and _ since, left 
the company, slid off to Washington, and through Stockton 
and Stokes—who were lions in the early stage and mail con- 
tracting annals—he secured the United States mail service 
down the Providence road fora bran new line, with heavy 
coaches and fine stock. Did Tom Brown sit down? No, he 
straightway organized a wonder for that day, called, in 
hugh irony, the ‘‘ United States Mail Pilot,” which was quite 
as much a marvel of progress as the Red Bird Line on the 
Erie Canal of that epoch, or the fast limited express of to- 
day. Whereas the old coach carried nine inside and as many 
or more ‘‘ outsides,” the Pilot carried only seven age y 
six inside, and one on the seat with the driver, happy fellow, 
with whom no modern traveler finds comparison. The Pilot. 
used to give Boston travelers a chance to breakfast at home, 
and then, with picked teams, would, with this one hour’s 
later start, leave its scornful dust in the eyes of the other 
stages on the last five miles into Providence. Quoth Brown, 
‘“‘T’ll give these fellows six months to get out,” and they did. 
For this was the way it worked: The Pilot would be ready 
at the ee hor ea at India Point, and come into Boston a 
little after midday, an hour and a half ahead of the mail. 
Thus any sharp fellow could buy up half the street on the 
New York market before the Boston merchant could get his 
New York advices. No telegraph then. Boston grew fran- 
tic, and Tom Brown grew six inches a day. It is impossible 
to review half the corners and big bits the shrewd fel- 
lows made by means of the Pilot, which for this ad- 
vantage charged $3 fare to Providence inst $2.50 by the 
regular coaches. The road to vidence made as 
great stations, Dedham, Walpole, Wrentham, Attleborough 
and Pawtucket. If there were at all seasons very lively 
times on this route in ordinary travel, imagine the occasions 
when plunging steeds and daring riders annihilated distance 
after the fashion of those days. Think of President Jack- 
son’s message being brought through by express riders from 
Providence to Boston in 2 hours and 45 minutes. It was 
lashed around a whip-handle, thrown from the boat to a rid- 
er, who dashed away to ride alongside a waiting relay a few 
miles on the road, the burden being exchanged at f 
of both horses. Then, too, news of lotteries and business 
facts that called for it, made it excessively lively for horse- 
flesh on the Providence road. 

Now, in all this time the business messages of the public, 
outside the mail, were sent by stage, and in all minor ir- 
stances as the stage-drivers’ eh ie op Great and profita- 
ble business the favorite Jehus built up by executing the 
messages and behests of their patrons, from paying notes to 
buying bonnets and gew-gaws. The Suffolk Bank used to 
send, daily, by the Citizen’s Line, a leather wallet, contain- 
ing at times $40,000 for exchange with the Merchants’ Bank, 
of Providence. Each morning, in the dusky dawn, the pre- 
cious packet would be solemnly locked under the driver's 
seat at Boston. Days of generous confidence! But no small 
share of the packages now accounted as express matter was 
dispatched as Paul got his cloak from Troas—by favor of a 
friend coming over the route. Vast was the nuisance to 
traveler, if his character and standing justified his being in- 
trusted with money packages. It was not an addition to the 
ae ee of a stage journey—a bundle of bank-notes carried 

y favor. 

The story of a lately-deceased clergyman resident in Rox- 
bury is in point. It had much to do with the founding of the 
express system. The good man, as an agent of a New York 
religious society, went often over the route, and how could 
he refuse his d friend, Deacon Proctor, and other lights of 
Boston orthodoxy, the favor of his services? But from their 
examples came others. Down would come the clerks in the 
gray morning to the Marlboro’. 
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** Bob, whom have you sent by?” 

“Rev. Mr. of 

‘**Get him to take ours.” So once it happened that from a 
boat grievously delayed by ice and fi he gow clergyman 
found himself landed in a New York of that day with 
three large money packages after bank hours. It was sad- 
dening. He bent for protection from a higher Power over a 
mattress built into bumps with money packages. Nor was 
this the end. From his first sleep he woke to fear—horror of 
horrors!—a suppressed breathing under his bed. His hair | 
grew into porcupine quills. Here was fate. A robber lay 
perdu, to come out for murder and rapine in the silence of 
the night. He dared not precipitate the tragedy by stirring 
alimb. Suddenly steps on the stairs, the night clerk show- 
ing a belated traveler to bed; the candle gleamed t 
the cracks of the door. ‘‘ Here, waiter!” shouted the domi- 
nie. The door opened to his hand as he leaped, and out from 
beneath the bed dashed in full cry a large house dog. But 
that dog helped start the express business of America. The 
good clergyman knew a widow’s son, of Haverhill, Harnden 
by name. He was active, enterprising, and among his first 
advisers, nay, petitioners, to start the express business was 
the clergyman, who, as our readers know, had cogent reasons 
for declining the business. 

In 1834 the Boston & Providence Railroad was opened, 
and the great stage line was at an end, but not without a 
stir in all the Bay community, the fierceness of which we of 
to-day can scarcely appreciate. It was ruin to the farmers, | 
for the growing crops, for the harness maker, for trade gen- 
erally. Rhode Island put up the bars stiffly all around the 
State. The Boston & Providence Railroad actually made its 
first terminus at Providence at India Point, on the Massa- 
chusetts side of the Pawtucket River, and was finaily glad 
to run into the city over the right first secured by tiie Provi- | 
dence & Worcester Railroad Company. The decadence of 
the stage killed the stage-drivers’ perquisites and the accom- 
modation of the public. The railroad companies would not 
take it up. They banned it to their conductors. It was 
risky. They would none of it. When Harnden n it, after 
years of delay, it was with a small carpet-sack. He paid his 
fare, and was pitied for his foolhardiness by his friends. And 





when the late Alvin Adams, a little later, essayed to imitate | 


Harnden’s ventures, he borrowed $100 froma party yet living 


in the Charlestown district, who was to share with him the | 


venture, but getting scared backed out, and Adams paid his 
debt $10 at a time until all was reimbursed. Such was the 
beginning of the express system.—Boston Advertiser, 
June 12. 


RAILROAD LAW. 


Actions By and Against Receivers. 
In Hurd, Receiver, against the City of Elizabeth, the New 
Jersey Supreme Court last week gave the following decision: 


1. When the suit is by a receiver appointed by a court of | 
another state, the declaration must show the grounds of his | 


right to sue officially. 

2. Nor in such case will a promise to pay, laid as being 
made to such receiver, cure the defect as against the de- 
murrer. 

Liability for Losses by Fire. 

A dispatch from Harrisburg, Pa., June 17, says: ‘The 
Supreme Court to-day reversed the judgment of the Court 
of Common Pleas of Blair County in the case of the Union 
Hardware Company against the oe BE ~ Railroad 
Company. The plaintiff recovered in the Blair County 


Court for the loss of three car-loads of goods destroyed by | 


fire at Osceola, Clearfield County, on May 20, 1875. The 


railroad company removed the case to the Supreme Court, | 


contending that the plaintiff released at the time the goods 
were shipped, and that there was no evidence of negligence 
of their employés by which the plaintiff's property was 
destroyed. 
sponsible for the unprecedented 
town of Osceola and everything in it, and further, that the 
wind which caused the fire to spread was the act of God, 
which relieved the carrier from all responsibility. The Su- 
preme Court sustained all these positions of the company, 
and reversed the case without a venire. Samuel 8S. Blair, of 
Hollidaysburg, represented the plaintiffs, and D. J. Neff, of 
Blair County, and L. W. Hall, of this city, the railroad com- 
pany.” 
Liability for Damages on Free Passes. 
Washington dispatches report the following decision of the | 
United States Supreme Court, in the case of Stevens against | 
the Grand Trunk Co.,on appeal from tne Circuit Court. | 
This was an action for negligence, brought to recover 
damages for injuries received by the plaintiff (now defend- | 
ant in error), while a passenger on the defendant's cars. The 
plaintiff being owner of a patented car-coupling, was negotia- | 
ting with the defendants at Portland for its adoption and use | 
by the latter, and was requested to go to Montreal to see the | 
Superintendent of its car department in relation to the | 
matter, the defendant offering. to pay his expenses. | 
The plaintiff consented to do this, and in pursuance 
of the arrangement was furnished with a to carry | 
him in the defendant’s cars. This pass wasinthe usual form 
of free passes, thus: ‘‘ Pass Mr. Stevens from Portland to/ 
Montreal,” and signed by the proper officer. On its back | 
was the following: ‘ The person accepting this free ticket in 
consideration thereof assumes all risk of all accidents, and | 
expressly agrees that the company shall not be liable, under | 
any circumstances, whether of negligence by their agents or 
otherwise, for any injury to the person, or for any lossor in- | 
jury to the property of the passenger using the ticket. If 
presented by any other person than the individual named 
therein, the conductor will take up this ticket and collect | 
fare.” The plaintiff testified that he put the pass into his | 
ocket without looking at it, and the jury found segs | that 
Re did not read the indorsement previous to the accident, 
and did not know that was indorsed upon it. He had been a | 
railroad conductor, however, and had seen many free | 
some with a statement on the back, others without. 
the passage from Portland to Montreal the car in which the | 
plaintiff was riding ran off the track and was precipitated | 
down an embankment, and the plaintiff was much inj 
The direct cause of the accident, according to the proof, was | 
that at the place where it occurred and for some considerable | 
distance in each direction the plates had been m off the | 
fish-plates which hold the ends of the rails together, so) 
that many of these plates fallen off on each side, 
leaving the rails without lateral support. The con- 
sequence was that the track spread and the cars ran 
off as before stated. There was also evidence that 
at this place the track was made of old rae persed A The 
Court held that the transportation of the plaintiff in the 
defendant's cars, though not paid for by him in money, was 
not a matter of charity nor of gratuity in any sense. It was 
by virtue of an agreeement in which the mutual interest of 
the parties was consulted. i i 


hey further contended that they were not re- | 
fire which destroyed the | 


| Toledo, Peoria & War.. 237 
bash 
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RAILROAD EARNINGS IN MAY. 





























| ‘ Earnrnas 
MILEAGE. EARNINGS. | pen MILE. 
NAME oF Roan. | 
, ! 
1878. 1877. Inc. | Dec. Pere.| 1878. 1877. Increase. | Decrease. |Per c.| 1878.| 1877, 
seininnd dein Sepataiese joalichceaicsoesivedinal i naneeenlicuie 
Atchison, Topeka & Santa Fe.. 786 711 , REN 10.5 $291,400 $189,914 $101,486 ..........| 53.4 $371) $267 
Burl'gton, Ced. Rapids & North. 24 368, er = 15.2 139,490 71,605 67,885) ... 94.8 329; 195 
Obiro & BG. Latila... .... ccc cess 146 in citedlesennsal seadiins 24,239 23,333 906) ... 3.9 166 160 
Central Pacific.................. 1,878 1,660 218...... 13.1 1,574,000 1,554,652 19,348 1.2 838) 937 
Chicago & Alton................ 678 RE I eaters 357,365 311,266 46.099 14.8 527 400 
Chicago, Burlington & Quincy.) 1,621 1,620 Rah cons ‘ 0.1) 1,157,447 917,447, 240,000 26.2 714) 566 
Chicago, Milwaukee & St. Paul., 1,433 4 é entse 2.2 799,000 607,141 191,859 31.6, S58) 433 
Cleveland, Mt. Vernon & Del..; 157, 30,388 35,868) ..........| 15.3) 194) 228 
Denver & Rio Grande .......... | 304 86,959 68,053 18,906 27.8} 286) 252 
Illinois Central, Illinois lines.... 819 461,901 369,495 92,406 25.0; 564) §23 
i es Towa lines ..... | 402 132,267 95,028) 37,239 38.2; 329 236 
Indianapolis, BI'm’gton& West.) 343 103,987, 107,309) .......... 3.1; 303) 313 
International & Great Northern 516 80,706 J Ee 1,304 16, 157) 159 
Kansas Pacific.................. | 673 281,491 246,552 34,9) 39) -ensbiehee | 141 418 362 
Louisville & Nashvile........... 967 393,000 384,942 GAGS kina ced | @ 406, 398 
Missouri, Kansas & Texas...... | F786 206,757 231,307) .......... 24,550 10.6 268) 204 
Paducah & Elizabethtown ..... 185 24,970 24,202 oe Ee 3.2] 135) 131 
Paducah & Memphis..... ......| 115 19,336 16,424 EES + kaneeetne 178 168 143 
Philadelphia & Erie ............ | 288 238,024 |. ee 22,567 8.7) 827) 905 
Philadelphia & Reading......... | 800 1,286,015; 1,387,328) .......... 101,313 7.3, 1,608) 1,734 
St. Louis, Alton & Terre Haute, | 
Belleville Line................. 71 36,204 35,232 eee 2.8, 510) 497 
St. Louis, Iron Mt. & Southern.| 685 268,100 ae 21,587 7.2 391) 423 
St. Louis, Kansas City & North'n| 530 258,132) . 227,178 30,0664) ..........| TG 487, 429 
St. Louis & San Francisco... ... | 328 93,270 Jt rer 5,846 5.9) 275) 302 
St. Louis & Southeastern. ...... 354 93,129 79,829 13,300 --»| 16.7) 263) 226 
St. Paul & Sioux City. ......... | 122 58,045 37,724 20,321 53.9| 476) 309 
Sioux City & St. Paul........... | 148 33,078 17,953 84.0; 223 121 
Toledo, Pecria & Warsaw...... 237 111,339 85,011 31.0) 470) 359 
MMII cn} idesci badesd <wancte> 688 400,253 357,489 : 118 582) 526 
Worthington & Sioux Falls..... 42 10,019 1,524 er 557.4 239) 45 
cs shun coeananatos hue \76,526 15,982 | $9,050,311, $8,215,210 $1,021,070, $185,969)...... $548) $514 
a ee sti Bpeae PS eae io  OUMET sa3scece0s Bee iSiessce 





- 
Name oF Roan. — |_—$—$_$_—___—___—_—_ 
| 


1878. | 1877. Ine Dee P.c. 1878. 
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Atchison, Top. &S. Fe.. 786) 711) 75.... 
Burlington, Ced. Rapids 


& Northern........... | 424 368 56..... 15.2) 692,516 
Cairo & St. Louis....... 146 nest tseasvl 85,197 
Central Pacific ......... 1.878) 1,660 218)....13.1) 6,407,410 
Chicago & Alton........ 678| 678 ..........| 1,646,536 
Chicago, Bur. & Quincy.) 1.621) 1,620 1.... 0.1) 5,402,631 
Chicago, Mil. & St. Paul.) 1,412) 1,402, 10... 0.7, 3,621,000 
Cleveland, Mt. V. & Del. 157) 157. 150,791 


Denver & Rio Grande.. 304; 2 35)....13.0 347,224 
hs 


Grand Trunk...........| 1,390} 1,389 0.1) 3,735,491 
Great West. of Canada. $11 S1l)...,/..../....| 1,001,580 
Illinois Cen., LL. lines. . . 819 F7O7T 112 =«....15.8 2,118,952 
- Iowa lines. 402 Sonatas setae ob 633,746 

| Ind., Bloom. & Western. 343) 3438....)....)....) 530,239 
International & Gt. Nor., 516) 516..... ....).... 510,548 
Kansas Pacific..... ... G73}, G73)....)....]....| L210,112 
Louisville & Nashville.. 967; 962 5....| 0.5) 2,099,713 
Missouri, Kan. & Tex... 7 786)....j....)..-.| 1,048,246 
Paducah & Memphis..... 115) 115....)....).... 86,068 
Philadelphia & Erie.... 288} 288 ....)..../....| 1,042,628 
Philadelphia & Reading 800 ,768 


St. Louis, Alton & T. H. 
Belleville Line ........ 71 

St. Louis, Iron Mt. & So. 685 

St. Louis, K. C. & Nor.. 530 


St. Louis & San Fran... Bs) 
St. Louis & Southeast’n 354 
St. Paul & Sioux City .. 122 


Sioux City & St. Paul .. 148 


Wa 688 
Worthingt'n & Sioux F.. 42 














See, To exe 18,221|17,661 560 .... 


.. .. $45,642,316 $4 
Total increase......... 2 





Consequential Damages for Railroad Through a 
Public Street, 


In Struthers against the Dunkirk, Warren & Pittsburgh 
Co., plaintiff sought to recover damages for injury to his 
property from the construction and working of the railroad 
along the centre of =< street, in the borough of Warren, 
Pa., past his house. e chief matters of complaint were 
annoyance from the noise, etc., of passing ereine, smoke, 
cinders, and the hindrance to the passage or approach of 
vehicles. On appeal the Pennsylvania Supreme Court held 
that it is a well-settled principal of law in that State that a 
common law action does not lie against a corporation for 
co uential occasioned by the construction or 
operation of its wor However considerable the annoy- 
ances in question may be, py bee not constitute a ground of 
action. The Court also held t the lower court was right 
in excluding evidence to show that the company might have 
chosen another route. 


Acts Relating to Railroads Passed by the Last 

Congress. 

The New York Times gives the following as a list of rail- 
road bills, which we think to be incomplete: 

To alter and amend the act entiled ‘‘ An act to aid in the 
construction of a railroad and telegraph line from the Mis- 
souri River to the Pacific Ocean, and to secure to the Gov- 
ernment the use of the same for military and other 
purposes,” approved July 1, 1862, and also to alter and 
amend the act of approved July 2, 1864, in amend- 
ment of said first-named act. 

To authorize the Worthington & Sioux Falls Railroad 


to the vi »of Sioux Falls. 

To create an Auditor of Railroad Accounts. 

Creating the Utah & Northern Railway cer @ cor- 
poration in the Territories of Utah, Idaho, and Montana, 
and granting the right of way to said company through the 
public lands. 


Government Transportation on Land-Grant Rail- 
roads. 


The United States Supreme Court has ven an impor- 
tant eens in 2 fe tee, & Santa Fe, 
on @ m Court of Claims. summary tele- 

Pa trom W is as follows: 
i igi involved in this case, and decided 
at the term of 1876, was the ision con- 


was not a free passenger is not sustained. The Court declines bea public highway for the use 
So renter. tem: uestion whether the plaintiff could have re- | United States, free from 
covere Com 


EARNINGS. Earnincs Per MILs. 
| | | | | 
1877. Increase. | Decrease. P. c. | 1878. | 1877. Inc. Dec. P. ¢ 
! | 

$850,940) $396,442)........... | 46.6 $1,587$1,197 $390)...... 32.6 

| | | | 
350,202) 333,224) .......... | 92.7, 1,633) 976) 657)......| 67.3 
TT] eee $18,560, 17.9, 584) 711)|.....| $127,17.9 
6,354,472 e  eertveiaet 0.8! 3,412) 3,828)..... 416 10.9 
eee 26,224) 1.6 2,429) 2,467). 38 «(1.6 
4,514,313)  888,318)......... 19.7 3,333) 2,787) 546 . 19.6 
2,369,929) 1,251,071)........... | 52.8) 2,564) 1,690) 874 51.7 
149,005 | | RS mit ») 949) 11 1.2 
248.635; 98'580)........... | 39.7) 1,142] 924) 218 23.6 
3,683,173 ~y "ere 1.4| 2,652) 35)...... 1.3 
1,700,130} 201,450)........... 11.8) 3,721) 3,327) 394 118 
ih UC eae 18.5 2,587) 2,529) 58 2.3 
504,116) 120,630)........... 25.7, 1,576] 1,254) 322 25.7 
494,306 35,933 | 7.3) 1,546) 1,441) 105 7.3 
684,505|........... 74,047, 12.7) 989) 1,133)..... 144) 12.7 
1,002,908}  117,716)........... | 10.8 1,798) 1,623 175 10.8 
2,044,109) RE sinteasay 2.7| 2,171) 2,125 i 2,2 
1,172,816 . 124,564, 10.6 1,334) 1,492)..... 168 10.6 
73,699 SEES. stnnntned 16.8, 748) 641) 107 16.8 
SE sss acess 96,530) 8.5) 3,620) 3.955)...... 335) 8.5 
5. 19.7| 5,215) 6,492)..... 1,277) 19.7 

| | 

9.3 9.3 
2.8 sit 2.8 
5.1) 2 20). 5.1 
9.8 ca 9.8 
| 84 ss 8.4 
| 42.6 2). 42.6 
63.7 2). 63.7 
28.1 ’ 28.1 
| 11.1) § * 4.8 
417.5 75; 209) 666 .......3187 
2,607,183 $4,521,877 $1,486,744 ..... $2,505/$2,413) $92)......) 3.4 
YA SE. i SION; ck 0050 bal. MAME ed ceed wocdeesteeastlsvanaibedss 


made by the company without charge. The company 
claimed that the use of the road was that could be re- 
uired of it. The Government, insisting that it was also en- 
titled to have such transportation without charge, refused 
compensation therefor, and referred the matter to the Court 
of Claims for determination. The court estimated the cost 
of transportation according to the ordinary tariff rates of 
the with other parties for similar services after makir 
a deduction of one-third from the rates. This deduction had 
been deemed by the War Department, upon careful con- 
sideration, to be the equivalent of any toll or charge for the 
use of the road itself, and upon that basis the services had 
been rendered. But the Ju of the Court of Claims being 
a divided upon the question of the liability of the 
ni States to make any compensation, gave judgment 
pro forma in their favor against the company. appeal 
this Court reversed the judgment, holding that the Govern- 
ment was entitled only to the free use of the road,and that com- 
| pensation must be made for the transportation with a fair 
eduction for such use. The case was accordingly remanded, 
| with directions to enter a new decree awarding compensa- 
tion with such deduction. On the return of the case the 
jcourt below the claimant moved for judgment for the 
amount previously found according to the ordinary tariff 
rates less the deduction of one-third as established by the 
War Department. By agreement of the parties such Jude: 
‘ment was entered, the Government reserving the right to 
show that a jud.ment for that amount was not required by 
the mandate of this court, and if it should be so decided to 
try the question as to what was a fair deduction. On the 
subsequent hearing of the point reserved, which was had 


| Company to extend its road into the Territory of Dakota, j Upon a motion to set aside the judgment, the opinions of 


/eminent “‘ railroad experts” were read, by stipulation of 
the parties, to show what would be a fair deduction from 
the ordinary tariff rates for the use of the road. There 
would seem to have been some difference of opinion 
among the experts, but their evidence failed to show, in the 
inion of the C that the reduction agreed upon between 

e parties and the War Department was not a fair one. On 
the trial of the case it was not pretended by the claimant 
that the amount was arbitrarily fixed or that it was illegal 
or oppressive, or by the Government that any greater de- 
duction should have been made. Nor was the authority of 
the War nt to make an arrangement of this id 
uestioned, if under the law the Government was liable for 
the rtation. If such authority do not now exist, as 
contended, under the subsequent ] tion of Congress, and 
upon which point we express no opinion, there can be no 
doubt of its existence when the services were rendered for 





in fact a pee BE roe ig heed | er neta and 
decide that question in a case where it is presented. | snout edust Sanuk 


that the mandate of this Court was fully complied with b 
the Court of Claims, and its judgment is there penniienied. 
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EDITORIAL ANNOUNCEMENTS. 





Addresses.—Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprtoR RAILROAD GAZETTE. 





Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for »1y, EXCEPT IN THE ADVERTISING COL- 
umMNsS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take nlace 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially = 
sired. Officers will oblige us by forwarding early ¢ 
of notices of meetings, elections, appointments, a es- 
vecially annual reports, some notice of all of which will 

* published. 


UNITED STATES RAILROADS IN 1877. 


By the statistics of the introduction to ‘‘ Poor's 
Manual ” for this year, part of which we publish else- 
where, the average mile of railroad in the United 
States in 1877 was represented by $61,650 of stock and 
bonds: it earned gross $6,382 at an expense of $4,075 
for working, leaving as net earnings $2,307 applicable 


for interest on the capital invested, which is a return | 


at the average rate of 3.74 per cent. on the stock and 
bonds together, and to about 8 per cent. 
bonds alone, which are outstanding at the average 
rate of $28,488. Capitalizing the railroads on a basis 
of 7 per cent., they are worth on the average in this 
country $33,000 per mile. 


The Manual this year figures up 79,208 miles of rail- | 
road open for business on the 1st of January last, and | 


it has returns of some kind for 74,112 miles of this, or 
93.58 per cent. of the whole. Last year it had returns 


from 95.45 per cent. of the total mileage then open. As | 


some 28; per cent. of the total mileage of the country 
was first opened last year, these returns approximate 


completeness, and are sufficient to base a judgment on | 


the railroads of the country as a whole. 
The introduction is briefer than usual, but we miss 


especially a statement of the gross funded debt of the | 


roads, such as has been given heretofore, and is cer- 


tainly one of the facts of railroad statistics most im- | 


portant to know. 
We will first consider this vast railroad system as a 


whole and compare its position and results for 1877 (a | 


term which includes a vast number of fiscal years, 
some ending in the first half of 1877, many with June, 


many more with September, and a few in the first | 


three or four months of this year), as we are accus- 
tomed to do with the report of a single railroad com- 
pany. As the vast figures, however, are somewhat | 


unmanageable, and especially difficult to appreciate, 
we give only a few data for the total, and in the rest | 
of our discussion confine ourselves chiefly to averages 


upon the) 
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! 
| per mile of road, which are much more easily grasped 
| and are useful for comparisons with individual roads. 


1877. 1876. Ine. orDec. P.c. 
Miles re- 
ported ... 74,112 73,508 I. 604 0.8 
Stock and 
nds... ...$4,568,597,248 $4,468,591,935 I. $100,005,313 2.2 
| Passenger 
earnings . 130,050,050 136,120,583 D. 6,070,533 4.5 
Freight, etc., 
| earnings . 342,859,222 361,137,376 D. 18,278,154 5.1 
| Total earn- 
| ings..... 472,909,272 497,257,959 D. 24,348,687 4.9 
|Net earn- 
| ings........ 170,976,697 186,452,752 D. 15,476,055 8.5 
| Dividends. 58,556,312 68,039,668 D. 9,483,356 13.9 


age. | An increase in mileage of less than one per cent., 


| with an increase in capital accounts of 2.2 per cent. 
| Here we need the figures for stock and bonds separate- 

5 | ly: that we may see in what shape this increase of 

| capital has been—capitalized interest, or ‘‘ funded 
| coupons,’ > might easily account for the added hundred 


, | millions. 


| The year, we have often said, was the most disas- 
|trous in the recent history of railroads, and we find 
|our statement confirmed by the statement of the re- 
With a slight addition to the mile- 
| age the ‘re was a decrease of nearly 5 per cent. in the 
gross earnings, of 814 per cent. in the net earnings, and 
of nearly 14 per cent. in dividend payments. 

Putting the figures in the more intelligible form of 
averages per mile of road, we have 











1876. Inc. or Dec. P. c. 
Stock and debts... $60,791 Inc. $859 1.4 
Passenger earnings... 1,852 Dec. 97 5.3 
Freight, etc., earnings 4,915 Dec. 288 5.9 
Total earnings............ 6,767 Dec. 385 5.7 
Working expenses. 4,231 Dec. 156 3.7 
Net earnings Sars 2,536 Dec. 229 9.0 
Interest payments........ 1,248 —..... esas swhes 
Dividend pay ments.. 926 Dec. 136 14.7 
Per cent. of expenses..... 62.50 ae overs 
Per cent. of net earnings 
on capital.... ....... 3.74 4.16 
Per cent. of dividends on 
stock. 2.53 3.03 


fected dividends until the year last reported. As the 
first table in the introduction, which we copy, shows, 
the gross amount paid in dividends was well sustained 


than in any year before 1875. But the returns for the 
last year (which, again we remind the reader, is not 


road, so that they show a reduction of more than six 
millions in the amount divided. 

The progress of the roads in capital, earnings and 
profits, and in the rate of return on the capital in- 
vested ,* s shown below, as deduced from the Manual for 
a period of seven years. 
forehand, however, that it was not until 1873 that the 
statistics of the Manual were complete enough to af- 
ford a safe basis for averages, the more so because it 
was the less important roads, with small capital and 
earnings, which were most likely to be omitted, and 
so We may presume that the figures for the earlier 
years are larger than the true averages per mile: 









P. c. of 

Stock and Gross Net net earn. 

Year debts. earnings. earnings. to capital. 
1871 $59,726 $9,040 $3,177 5.32 
1872 55,116 8,116 2,892 5.25 
1873 . 57,136 7,947 2,775 4.86 
1874 60,944 7,513 2,737 4.49 
 , ae . 61,533* 7,010 2.585 *4.20 
1876. . 60,791* 6,764 2,536 *4.16 
| 1877 61,650 6,382 2,307 3.74 


But even if we begin with 1873, we find a very strik- 
| ing decrease in the earnings and profits. That year 
| was the last of the season of great prosperity, and 
|it will be interesting to compare the results of the 
| working of the railroads then with those for the last 


| one 
| — 

| * Not including floating debt. 
| 

| 

| 





year, as follows: 
1877 1873. Inc. or Dec. oe 
| Capital $61,650 $57,136 I. .$4,514 7.9 
| Passenger earnings 2,074 D. 319 15.4 

| Freight and other 
earnings 5,873 D. 1,246 21.2 
Total earnings. . 7,947 D. 1,565 19.7 
| Working expenses 5,172 D. 1,097 21.2 
| Net earnings 2,775 D. 468 16.9 
| Dividends 1,013 D 223 22.0 


The growth in capital is probably mostly due to 
|engagements entered into in 1873 or before, as most 
of the roads established since that time have had less 
than the average capital accounts. It will be noted 
| that the earnings from passenger traffic, which varies 
comparatively little from year to year, have fallen 
| off less in proportion than the earnings from freight 
| traffic, which has not ceased to grow since 1873, 
though at a slower rate than before. The difference 
‘is that passenger rates are pretty well maintained, 
while freight rates are on the average very much 
lower than they used to be. 

| The proportion of the decrease of working expenses, 
it will be seen, is greater than that in gross earnings 
besteony but the amount is so much smaller that there has 
| | been a falling off of more than a sixth in the average 
profits. 

| The division of the returns by groups of states we 





The deliene in net earnings had not ovniie af-| 


for five years, being largest in 1875, but larger in 1876 | 
: g £ fo 


the calendar year) have been greatly affected by the | 
misfortunes of the anthracite coal roads and the great | 
reduction in the dividends of the Pennsylvania Rail- | 


We caution the reader be- | 
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are inclined to quarrel with. In the first place, there 
is no sufficient division, about one-half of the total 
mileage of the country, with probably three-quarters of 
the territory, being put together under the one head of 
‘* Western and Southwestern States,” in which figure 
the railroads of Michigan and Texas, of Ohio and Utah. 
In the next place, there is the fatal objection that the 
groups are not the same for the different years. There 
may have been reason for changirg the grouping, but 
the figures of the previous years should have been 
changed to correspond. Thus the railroad mileage of 
the Southern States is made to appear to have decreased 
2,676 miles from 1876 to 1877, the great railroad build- 
ing state of Texas, with Arkansas, having been re- 
moved from the list of Southern States since last year, 
and placed with ‘‘ Western and Southwestern,” but 
the returns under ‘‘ Southern States” for four years 
previous being left as before, covering Arkansas and 
Texas. 

We call attention to this to indicate that the compar- 
isons which we have made below of the earnings, etc., 
of each group in 1877 with those for 1873 are not al- 
waystrue comparisons. But they have their value, and 
we invite the reader’s attention to them as given be- 
low, in averages per mile of road : 


Results of Operation per Mile of Road in Different Sections. 












New England : 1877. 1873. Decrease. P. c. 
Passenger earnings...... ime a $4,216 $893 21.2 
haan, go and other earnings. . 5,527 1,466 26.5 
_ earnings ible gaten ois ‘ 9,743 2,359 24.2 

ibs RAC un ea 2,840 565 19.9 

Div NE ee ee: 1,698 543 32.0 

Middle States: 

| Passenger earnings............ 2,885 3,404 519 15.3 
Freight and other earnings... . 8, 576 9° 3,617 29.6 
Total earnings................. 11,461 4,136 26.5 
Net Te. eee, hakurh enee> 4,485 5,569 1.084 19.5 
Dividends............ —_ . 1,892 2,936 1,044 35.6 

Southern States: 

Passenger earnings... . ions oe 1,101 218 20.0 
Freight and other earnings. . ... 2,649 2,760 111 4.0 
Total earnings habscweetacvussh cha 3 532 3,861 329 8.3 
a ee ee 1,123 1,264 141 11.1 
Div eae ae 243 65 (Inc.)178 27.4 
Western and Southwestern States: 
| Passenger earnings..... --. 1,135 1,566 431 5 
| Freight and‘other earnings. ... 8,801 4,855 1,054 a 
Total earnings. ; -eeeee 4,936 6,421 1,485 1 
Net bes WwNb taoans woes 1,689 2,198 509 3.1 
BPR. 6 ie eew Sk oc 372 578 206 5 
Pacific States; 
Passenger earnin, Peak wns eset 1,229 3,013 1,784 59.2 
| Freight and ahere ear werent ... 2,883 3,173 290 9.1 
Total earnings. cs Aa 6,186 2,074 33.5 
TES eS ey Se ee 1,400 3,238 1,838 56.8 
Dividends. . et (Inc.) 129 

Pacific Raitr onda: Increase 
Passenger earnings............ 4,07 3,839 232 6.0 
Freight and other earnings. om 10, 220 “6,916 3,304 47.8 
Total earnings ine e: seeming gis . 14,291 10,755 3.5386 33.0 
sre 1 Penh ines 4a eaeet 6,688 6,063 625 10.3 
RR eee 3,235 .723 2,512 347.4 


In all these different groups of states except the Pa- 
cific States, there have been decreases in passenger, 
freight, gross and net earnings. The decrease in pas- 
senger earnings has varied from 15.3 per cent. in the 
Middle States to 27.5 in the Western, exc uding the 
decrease of 59.2 per cent. in the Pacific States, because 
it has evidently been largely caused ly the withdrawal 
in the latter year of the only road with large earnings 
in those states. Freight earnings have fallen off from 
4 per cent. in the Southern States to 29.6 in the Middle 
States ; total earnings from 8.3 in the Southern States 
to 26.5 in the Middle and 33.5 in the Pacific States ; net 
| earnings, from 11.1 in the Southern to 23.1in the West- 
ern and 56.8 per cent. in the Pacific States. There is an 
increase in dividends in the Southern and Pacific States, 
but in the sections where pretty nearly all the divi- 
dend-paying roads are situated there is not much dif- 
ference in the decreases of dividends—32 per cent. in 
New England, 35.6 in the Middle States, and 35.5 in 
the Western States. 

If we estimate the roads to be worth as much as, at 7 
per cent. interest, would produce their net earnings, then 
on the basis of their profits in 1877 the average 
value per mile of the roads of the different sections 


18: 

ats. in.4s a orn since nseontenaaebetwenseeobanstioceh 32,500 
ESSER 7 a ile PR ee eS ry 
II wu we dey cuts owt vers ctwedeee dec cdevede Cae 16,043 
Western and Southwestern..................... 0! 24,129 
IN Sie ire ec Auawes deen sic ducbuds s i008 <demekutes 20,000 
ae acl Denes ciasl.n 5 Siu ars ate tn ohio teneieetdates 95,543 
Salad gaan ia aaa tals its Bb Ss 32,956 


As we have said, we miss this year a statement 
of the aggregate funded debt of the railroads. Last 
year it was at the average rate of $30,204 per mile, 
and this year a statement is made of the averages per 
hundred miles of road, which would make it $28,483: 
but this statement makes the sum of stock, funded 
and floating debts only $60,699, while $61,650 is neces- 
sary to make up ‘the total capital. At the latter 
rate, the total net earnings of the roads were suffi- 
cient to pay 8 per cent. on this amount. This is 
something more than the average interest doubtless, 
so that if the railroads of the country had been con- 
solidated into one corporation they could pay the in- 
terest on the whole present bonded debt, but would 
be able to pay scarcely anything in dividends or 
stock. In fact, there are several hundreds of mil- 
lions of bonds on which no interest is paid, and the 
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Manual states that the average interest actually paid 
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square feet of area of opening, 8.23 Ibs. of water were 


on bonds was only 4.39 per cent. The amount of evaporated, and on G, with 1.30 square feet, 8.42 Ibs., 


stock on which dividends of any kind were actually 
paid was $835,038,896, which is not much more than 
one-third of the total stock outstanding. On this 
amount, the average dividend was the very satisfac- 
tory rate, in these times, of 634 per cent. 

Although there is now depression in railroad traffic, 
and in many places very unsatisfactory rates, it is not 
likely that next year’s Manual will show results so un- 
favorable. Last fall and winter, and for some months 
this spring, most railroads had a much-improved busi- 


ness, as some still have. Most of these roads will re- | 


port the returns of this business in the next Manual, so 
that if the rest of the year is but moderately favorable, 
we may expect to see better figures for net earnings 
next year. 

We look, however, to improved traffic, or improved 


traffic and rates, chiefly from such an addition to’ 


profits. Hitherto, if there has been anything more re- 


markable than the great reduction in receipts, it has 


been the great reduction in expenses. Per mile of road, 
these have gone down constantly and rapidly since 
1873, as follows: 


1873 : 5465 vitae - rebsdeaels 5,172 
ee en cnxslns +a tedien. obese eiiwnes ait 4,77 

1875... ‘oe ‘innonguhhtic pin > 066 ae Rae bhes bank cites 4,425 
1876.... os e0nus0eus pode SANGRE S ewedeh ea eeabeneewen 4,228 
BED +S by 0cb:6eb vcs cannons Cheeehee> 69208 eehteneeenaehene 4.075 


cated by the past course of the expenses: the reduction 


was nearly as great last year as the year before ; but Fe 


dull as business is, prices of labor and material no 
longer fall as rapidly as they have in former years. 
There has even been a considerable advance in the 
prices of rails. Improved methods may always effect 
something, but they cannot do as much as when assist- 
ed by lower prices. 


LOCOMOTIVE GRATES. 
Those who are interested in the subject, and who 


have not already read it, will find that the report of 
experiments made by Mr. John E. Martin, on the Chil- 


thus indicating better results with the grate having 
the smaller area of opening with the same kind of coal. 

By referring to the engravings on page 280 of the 
Railroad Gazette of June 7, some other interesting 
facts may be observed. Thus, if we exclude the ex- 
periments made with grate fig. 8, the fuel being of a 
different quality from that used in the other cases, and 


that in the experiments made with the grates shown | 


in fig. 3 and fig. 4, which each have a dead-plate in 
front, we find that the average evaporation with the 
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Fig. 1. 
two was only 7.395 Ibs. of water per pound of coal, 
whereas with the grates shown in figs. 1, 2, 5, 6 and 7, 
which all have open or ‘“‘live” grates in front, the 
"average evaporation was 7.586 Ibs., or about 215 per 


cent. more in the latter cases. If we com- 
pare the results with figs. 2 and 7, which 
| have dead-plates behind and open grates in front, with 
| fig. 4, which has an open grate behind and a dead 
| plate in front, we see that while the latter evaporated 
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thought, indicate that with a fire-box arranged as 
shown in fig. 1, herewith, the position of the openings 
in the grates has much to do with the results obtained, 
and that if dead-plates are used they should be placed 
at the back end and sides of the grate, and that in no 
case should the openings in the grate in front be 
closed. There appears to be a good reason for this. 
Ever since Watts’ time it has been known that bitu- 
minous coal could be burned to advantage by placing 
it on dead-plates next to the furnace door, where the 
heat from the fire would cause the gases to be dis- 
| tilled, which then pass over the incandescent fuel on 
the grate beyond. By a little careful firing, there is 
‘not much difficulty in regulating the supply of air 
| through a bed of coal which has been coked. The dif- 
| ficulty of doing this with raw coal, which will cake, 
or ‘‘run together,” is much greater than with coke. 
Therefore by first coking the raw coal onadead-plate it 
becomes possible to regulate the fire and control the 
supply of air admitted through it much better than if 
the coal is placed directly upon the open grate. For 
these reasons it is believed that a grate like that shown 
in fig. 2 and in plan in fig. 3 would give better results 
than are obtained in the usual arrangement. It will 
be seen that the change suggested is to place the drop 
grate at the back end of the fire-box, and the open 
grate at the frontend. In this way the raw coal could 
be placed on the dead-plate behind, in somewhat the 
position indicated in fig. 2, and after it was coked it 
could be pushed forward upon the open grate. A 
supply of air for burning not only the coke but 
also the gases from the raw coal would 
then enter through the grate, and it will 
be seen that when a fire-brick arch is used, the direc- 
tion which the currents of air must take is at first 
backward toward the coal on the dead-plates, and then 
around the upper edge of the brick arch. In this way 
the gas from the coal and the air which passes through 
the grate can mingle with each other, and thus per- 
fect combustion is promoted. At the same time if a 
bafile-plate, A, fig. 2, is used over the furnace door, 


an additional supply of air can be admitted through 
the latter, and after it enters the fire-box it is directed 
downward over the raw coal and then meets the current 


lan & Taleahuano Railroad, of Chili, South America, | only 7.47 Ibs. of water, the average of the first two is 


is well worth a careful examination. His experi- | 7.66 Ibs., or about the same percentage of difference as 
ments are the only ones that we know of made to de-| jn the other comparison. The evaporation of water 
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termine, with any degree of precision, the effect of en- 
larging and diminishing the openings of a grate of a| 
locomotive boiler. 

Some of our readers may also remember that in the | 
Railroad Gazette of Feb. 15 of this year we quoted | 
the law which had been formulated by Mr. D. K. | 
Clark, that ‘‘ practically there can never be too much | 
heating surface, as regards economical evaporation, but | 
there may be too little; and that, on the contrary, | 
there may be too much grate-area for economical evap- | 
oration, but there cannot be _ too little, so 
long as the required rate of combustion per 
square foot does not exceed the limits imposed by | 
physical conditions.” In other words, the smaller the | 
grate area, provided it is large enough to burn | 
sufficient fuel to make steam, and the larger the heat- | 
ing surface, the more economical will the boiler be. | 
The correctness of this law has been doubted, and | 
some of our readers will remember that considerable | 
correspondence followed and was published in our | 
columns after the appearance of the article in which | 
Clark’s law was quoted. Mr. Martin’s experiments are 
unfortunately not conclusive with reference to this 
disputed point, although they throw some indirect 
light on it which is not at first apparent. Thus, if we 
arrange the area of the openings in the different grates, 
as given in the first table on page 279 in the Railroad 
Fazette of June 7, in the order of their size, beginning 





with the largest first, and then give  the| 
quantity of water evaporated per pound of | 
coal opposite, as follows, it will be seen that| 

“ Experiments with Dead Plates.” 
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| 
| 
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|Area of air open- Pounds of water 





EXPERIMENT. ings in grate;, evaporated per) 
square feet. ~*| pound of coal. 
Bis «an insig rts toecnegeh> Uae 2.50 | 7.44 
B 2.14 747 
RES Bigs StF reel ee 2.00 | 7.56 
Dh, cacti nacsditatehosedctlh 2.00 | 7.58 
Biren sbree t 1.62 | 7.32 
RT ee Se er 1.60 7.75 | 
Ganconseentre 1.30 | 8.69 | 
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when arranged in this way, if we except cnostaatl 
E. the quantity of water evaporated increases as the | 
area of the grate openings is diminished. Experiment | 
G should probably be excluded, as a superior quality of | 
coal was used when it was made. It is to be regretted, 


though, that experiments were not made with the grate | 
which we have designated as G and the same coal used | 
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with grate fig. 1, which has an open grate the whole 
length of the fire-box, was 7.44 Ibs. ; by removing the 
open drop grate in front and replacing it with a dead 
plate as shown in fig. 4 the evaporation was increased 
to 7.47 lbs. By having the open drop grate in front 
and putting in a dead-plate behind, 7.58 Ibs. of water 
were evaporated, indicating that a dead-plate behind 
Fig. 2. 
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Fig. 3. 
produces better results that one in front. In the grate 
shown in fig. 3 there is a dead-plate in front and 
behind, and the area of the openings is 1.62 square 
feet. The evaporation with this was only 7.32 





in the other experiments. One trip was, however, made Ibs. of water, whereas with grate fig. 7, having 1.60 
with grate F with a 31, in. exhaust nozzle and the | square feet, or almost exactly thesame area of opening, 
same coal as used on grate G. Comparing the results but with an open grate in front, the evaporation was 
with an experiment with the same size of nozzle used | 7.75 lbs. of water, or nearly 6 per cent. more in the 
with the latter grate, we find that with F, having 1.60! latter case than in the former, These facts, it is 


through the grate. 

Baffle-plates of various kinds are very extensively 
used in Europe, and are perhaps the most effec- 
tive means known for preventing smoke. If 
the supply of air admitted above the fire 
enters through the furnace door, there is also 
the advantage that it can be regulated by 
the fireman, whereas openings on the ends and sides of 
a fire-box are usually quite without any control. In- 
stead of a wrought-iron plate like that shown in figs. 
1 and 2, Mr. Hill, of the Camden & Atlantic Railroad, 
uses a large bowl-shaped casting similar to that shown 
by the dotted lines in fig. 2. This is operated by a 
lever and is said to resist the heat very well, and is 
easily replaced when it is burnt out. 

It may be objected that with the arrangement of 
drop-grate proposed, it would be difficult to remove the 
fire when necessary. This, it is thought, could easily 
be provided for if it were found to be the cause of any 
inconvenience. 


The size and area of the openings and bars in the 
grate will be a matter to be determined by experi- 
ment, and would probably vary under different condi- 
tions and circumstances, and with various qualities of 
coal. By arranging a drop-grate, as indicated in figs. 
2 and 3, and first making the the whole grate with open 
bars, then making the drop-grate a dead-plate, and af- 
terward gradually diminishing the area of the grate 
openings and testing the working of the engine after 
each change, we could get some information as to mat- 
ters about which Mr. Martin's experiments are not con- 
clusive. They indicate the correctness of D. K. Clark's 
law ; but it must be remembered that Mr. Martin’s ex- 
periments were made with light trains and compara- 
tively slow speeds. It may be that when 
an engine is working to its maximum capa- 
city the rate of combustion per square foot of grate 
would ‘‘exceed the limits imposed by phys- 
ical conditions,” or, in other words, that if the area of 
the open grate is diminished beyond a certain point, it 
will be impossible to burn enough. cogl on it to make 
steam. In practice it is often a qyestion how to make 
steam enough to supply the engine, A locomotive 
runner taking a heavy train up a steep grade, where 
there is danger that the engine will not make steam 
enough to pull up, does not concern himself at such 
times about economical production. He knows that 
the vital question is to make steam in any way that is 
possible. Therefore it will usually happen that the 
real question for consideration is, how can a locomo- 
tive be made to generate the greatest quantity of steam 
in a given time. Will an engine make more steam by 
using dead-plates than it will without? To that 
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question Mr. Martin’s experiments give no answer. It 
may be that a judicious arrangement of dead- 
plates will promote economy when the engine is work- 
ing light, but that a much greater amount of steam 
can be generated in a given time if the whole surface 
of the grate 1s made open. If by using dead-plates the 
maximum capacity of the boiler for making steam is 
diminished, then, in many cases, it would not be econ- 
omy to use them; and it may be that it would be 
desirable to so arrange the grate that a portion of it 
could be changed from an open grate to a dead-plate at 
will, so that on occasion the whole grate could be used 
so as to secure the maximum amount of steam-pro- 
ducing capacity, while at other times it could be used 
in its more economical form. It would be easy to de- 
vise an arrangement by which a portion of the grate 
could be changed when it is desirable to do so. If, 
for example, the drop-grate in figs. 
were made with openings and a sliding door 
arranged below the _ fire-box so as to 
close up the space underneath, and thus make it air 
tight, or nearly so, the drop-door might be used as an 
open grate by withdrawing the sliding door, or con- 
verted into a dead-plate by closing it. 

What we now need to know most is, how much 
economy can be realized by such changes in the 
arrangement of the grates as have been suggested, and 
next, whether the changes will diminish the maximum 
steam-producing capacity of a boiler. 


was 


Railroad Earnings for May and for Five Months. 


Railroad earnings for May are reported in our table for 
80 different railroads, with 16,526 miles of road, or about 
21 per cent. of the total mileage in operation in the United 
States at this time. These roads, with 3.4 per cent. more 
road, earned in,.the aggregate $9,050,311, which is 10.2 per 
cent. more than they earned in May of last year. The earn- 
ings per mile increased from $514 to $548, or nearly 7 per 
cent., which, considering that navigation was fully open all 
of May this year and but part of it last year, is an encour- 
aging gain. 

Of the 80 roads reporting 22 show an increase in earnings, 
and eleven of them have increases of more than 20 per cent. 
Last year their earnings per mile varied from $45 (Worth- 
ington & Sioux Falls) to $1,734 (Philadelphia & Reading). 
This year they vary from $135 (Paducah & Elizabethtown) 
to $1,608 (Philadelphia & Reading). 

Five of the lines reporting are roads which carry agricul- 
tural produce to Chicago. These have altogether 4,953 
miles of railroad. Each shows an increase of earnings, and 
their aggregate increase is no less than 28!¢ per cent. The 
mileage is 8 per cent. greater than last year. 

There are also reports from six roads whichcarry chiefly to 
St. Louis. These have 2,114 miles of road, which is no 
increase since last year. Four of these show increased and 
two decreased earnings, and in the aggregate there is an in- 
crease of 2'¢ per cent. The average earnings per mile this 
year of the Chicago roads was $597; of the St. Louis roads, 
$366, 

There is little in the table to give any clue to the trunk 
line earnings except the Philadelphia & Erie returns, which 
show a decrease of 8.7 per cent. in receipts. 

For the five months ending with May we have returns 
from 31 roads with 18,221 miles of road, which is 3.2 per 
cent. more than they had last year; their aggregate earnings 
this year were $45,642,316, an increase of 6.6 per cent., and 
their average earnings per mile have increased from $2,413 
to $2,505, or 3.4 per cent. Of the 31 roads, 22 show an in- 
crease in total earnings, and 21 an increase in earnings per 
mile. Nine of the roads have increases of more than 20 per 
cent. in earnings per mile, and there are no decreases quite 
so great as that. One out of five Chicago roads shows a de- 
crease; four out of six St. Louis roads show decreases. The 
marketing of the great Northwestern crops of Spring wheat 
has helped the Chicago roads greatly, but naturally has had 
little effect on the St. Louis roads. 

Three roads in this list—the Great Western, the Grand 
Trunk and the Philadelphia & Erie—give some clue to trunk 
line earnings for the five months. The two Canada roads 
show increases, the Philadelphia & Erie a considerable de- 
crease, 

Last year, however, wasan unfavorable year until August 
for most roads, and we shall undertand the situation better 
if we make comparison with the earnings of previous years. 
This we are able to do below for a certain number of roads— 
twenty-one for 1878, 1877 and 1876, anda smaller number 
for 1875. The figures show the earnings per mile of road of 

ach line for several years: 
May Earnings per Mile of Road. 


1878. 1877. 187 1875. 

Atch., T. & Santa Fe......... $371 $267 $298 $210 
Dar GC: BO wees cciwcws on 329 195 252 +4 
Cairo & St. Lowis............. 166 160 159 186 
OT nt ere 838 937 1,336 1,391 
Chicago & Alton.............. 527 459 652 54 
Chicago, Mil. & St. P.......... 558 433 585 514 
Cleveland, Mt. V. & Del.. 194 228 209 chy 
Denver & Rio Great cht hamed 286 252 291 
Illinois Central (in Ml.)........ 564 523 667 536 | 
Ind., ry a PNK cecees see 303 313 380 261 
Tint, SEGRE. TOs csc. anscane 157 159 154 178 
Louisville x Nashville icanece 406 398 391 
Mo., Kat: & WO s5 sis00s.saeive 263 2 271 238 

Philadelphia 7 eee 827 905 1,036 924 
Belleville Line................ 510 497 553 550 
eee OY eee 391 423 37 
“ee 4S) Oe 487 429 457 

St. L. & San Francisco........ 275 302 

Ot. 3 SEA Minticentstinenesen 263 226 247 
Wl. Poot WW ec. sc. cece 470 359 528 
WAR eit csedidus.- dotesned 582 526 er Cee 
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Of these 21 roads, thirteen have larger earnings per mile 
this year than in 1877, and nine have them larger than in 
1876, which was, during its early months, a favorable year. 
The roads whose May earnings this year are larger than in 
1877, but smaller than in 1876, are the Chicago & Alton, the 
Chicago, Milwaukee & St. Paul, the Denver & Rio Grande, 
the Illinois Central, the Belleville Line of the St. Louis, 
Alton & Terre Haute, and the Toledo, Peoria & Warsaw. 

This table has returns for 17 or these roads for 1875 also. 
Ten of them had larger earnings in May that year than 
this. 

The following roads have had this year the smallest earn- 
ings of the four years: The Central Pacific (chiefly because 
of addition of unproductive leased lines), the Philadelphia & 
Erie, and the St. Louis & San Francisco. On the other 
hand the Atchison, Topeka & Santa Fe, the Burlington, 
Cedar Rapids & Northern, the St. Louis, Kansas City & 
Northern, and the St. Louis & Southeastern have larger 
earnings this year than in either of the four previous. 

Below is a similar table of earnings per mile for the first 
| five months of the year for four years: 

Earnings Per Mile Jan. 1 to May 31, Five Years . 





years, and 16 for 1875. Twelve have this year larger earn- 
ings than in 1877; nine larger than in 1876; of the 16 re- 
porting for 1874, eight have larger earnings this year than 
that. 

Generally, we may say, the returns are tolerably satisfac- 
factory, or would be if the aggregates were a fair sample of 
those of the whole system of the country, which cannot, 
however, be said of them. 


Conductors’ 


On Wednesday, 
Niagara in the train which leaves the former place at 7 a. 
m, On arriving at Suspension Bridge the train stopped, and 
some one called out the name of the station. Among ‘he 
passengers were two ladies, with one or two children and 
the usual complement of feminine bundles. Their destina- 
tion was Detroit. As the train referred to is local only, 
none of the cars ran over the bridge to the Great Western 
road, and therefore passengers bound farther west are 
obliged to change cars. The ladies were apparently quite 
ignorant of this and remained in their seats until a few sec- 
onds before the train they were in was to start. They then 
discovered in some way that it was necessary for them to 
change. This put them into a great state of agitation, and 
they seized babies and bundles indiscriminately and hurried 
out of the car. On reaching the platform there was no one 
to direct them until a friendly hack driver (there are such 
at Niagara) showed them where to find the Great Western 
Railway train on the outside of the depot. Another pas- 
senger destined for Detroit was carried all the way to 
Niagara, and thus lost four hours’ time because he had not 
been properly directed by the conductor. Neither the ladies 
referred to nor the passenger who was carried to Niagara 
were told by the conductor to change cars at Suspension 
Bridge. He examined their tickets repeatedly before reach- 
ing the latter station, and there was abundant time after the 
train arrived there to direct passengers where to go and 
which train to take. Instead of doing this, no attention 
whatever was paid to them, and they were left to find out 
how to reach their destination as best they could. The duty 
of a conductor in such a case is certainly not a very onerous 
one. He knows or should know perfectly well the destina- 
tion of all his passengers in any ordinary train before it 
reaches Suspension Bridge. A word of direction to them 
before reaching that point would set them right, or, by sim- 
ply going through the train on its arrival, a word of direc- 


Neglect. 





serious anxiety on the part of inexperienced travelers, 
especially ladies. 
these things, but manifested the utmost indifference, and 
when his train reached Niagara, instead of seeing that his 
passengers had left the cars and received such directions as 


the station door, leaving them behind to look out for them- 
selves. 

This special case is of not much importance in itself, but 
by reciting it it may lead to a reform which will make it 


| 





0 | easier hereafter for travelers who pass by Suspension Bridge 


| to reach their destination. What we want to point out, 

| however, is the neglect of passengers by conductors in not 
paces or terminal point. Conductors forget that passen- 
| cons are usually as ignorant as children and are subject to 
| all sorts of errors and mistakes, and that they are often 
| misdirected by their fellow-passengers until they get en- 


Sr | tirely confused and bewildered. We have seen passengers | 


excited until they were quite panic-stricken, and ladies often 


ready to burst into tears, simply because the person whose 


There are 21 roads in 1 this list reporting for the past three 


June 12,the writer left Rochester for | 


tion would prevent mistakes and allay what is often very | 


The conductor referred to did none of | 


they might need, he was among the first to disappear through 5 


é | directing them just how and where to go on reaching a con- | 
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duty it should be does not give them a few plain directions 


so that they may know how to act when they reach a cer- 
tain point. The ladies referred to at Suspension Bridge were 
agitated quite beyond what there was any occasion for, it is 
true, but the conductor was none the less to blame, because 
he could easily have prevented it by the exercise of or- 
dinary politeness, to say nothing of performing what is 
obviously his duty. 


The Decline 


The falling off in the grain movement has been very de- 
cided recently, and is the more noticeable because the May 
| movement was probably the heaviest ever known; certainly 
the heaviest ever known in the spring. During April last 
the movement was heavy, averaging weekly about 3,900,000 
bushels of Northwestern receipts, 3,400,000 of North- 
western shipments, and 3,600,000 of Atlantic receipts. But 
the business culminated in the five weeks ending with June 
| 1, when the weekly averages were 5,300,000 bushels of 
Northwestern receipts, 4,700,000 of Northwestern ship- 
ments, and 5,800,000 bushels of Atlantic receipts. The re- 
turns since May show a very great reduction in receipts and 
shipments in the Northwest, and a much smaller one in the 
Atlantic receipts, the large part of the latter which arrives 
by canal not being affected by the decreased shipments in 
the Northwest until some three weeks after the shipments 


in the Grain Movement. 





| have fallen off. 





1878. 1877. 1875. 
Atch., T. & Santa Fe $1,587 $1,197 $923 
Burl., C. R. & Nor 1,633 97 oe 
Cairo & St. Louis 584 765 
Central Pacific... 3.412 4,773 
Chic. & Alton 2,429 2,663 
Chic., Mil, & St. P.. 2,564 1,894 
Cleve., Mt. V. & Del. 960 ' 
ms 5 ¥ » 5 : 

power hoot eam yo 1,153 The decline in the movement is shown very clearly by the 
Ind., Bloom. & W... 1,546 1,498 | following statement of receipts and shipments : 
Irt. & Gt. Nor. 989 1,121 | . ’ 
Louisville & Nashville 2,171 .. | Week ~———Northwestern— Atlantic. 

Mo., Kan. & Tex..... 1,334 1.282 | ending. Receipts. Shipments. Receipts. 
Phila. & Erie ‘ 4081 | May 4. 4,834,507 4,591,346 3,990,700 
Belleville Line ‘ 3405, “ 11. -4,369,785 4,822,441 5,704,275 

St. L., I. Mt. & Sk 2.354 1968 18. 4,896, 219 4,115,751 6,359,345 
St. L., K. C. & Nor... 2'461 2097 | 25. ; 4,907,025 6,117,077 

St. L. & San Francisco 1,691 1,420 | June 1.. ¢ 6,847,275 
St. L.& S. E 1,25 1,186} ~ N. -t 5,898,607 
Tol., Peoria & W. 2,262 1,483 | 15. sekatens 2'660, 004 4,984,836 

oO we } 2 

Wabash .........-.-. 1 elses Sl Rk v5 a The decline in receipts at the Northwestern markets is 


usual a little before the harvest begins, whatever may be the 
amount of stocks in the farmers’ hands, as they then are too 
much occupied with farm work to brine their grain to 
market. The decline in shipments may not begin for some 
time afterward. as if the elevators at the markets are full 
they will supply three or fuur weeks’ shipments independent 
of any receipts from the country. But this year the mar- 
kets are comparatively bare, and heavy shipments for a 
week or two would drain them. Even during the seven 
| weeks of exceptionally heavy deliveries the Northwestern 
| receipts exceeded the shipments by but about a million 
bushels. 

Thus it is not likely that there will be a heavy movement 
again until after the harvest, when the old corn will come 
forward again and a little later the new wheat. There is 
| probably not much old wheat left to come forward, but the 
| corn is hardly half marketed yet, and is likely to come for- 
ward very freely after harvest, if the new crop is then prom- 
ising. 





The Pacific Railroads and the Court of Claims. 


The Union Pacific Railroad Company paid its first divi- 
dend, which was 114 per cent., just three years ago. Since 
that time it has paid 2 per cent. quarterly until now, when 
it is announced that the customary July dividend will be 
passed. The stock of the company has never borne the price 
commanded by most 8 per cent. or even 6 per cent. railroad 
stocks. At the beginning of the year in which the first divi- 
dend was paid it was less than 40, but before the end of that 
year it had touched 82% ; in 1876 varied from 5734 to 74%, 
and in 1877 from 59% to 73. This year, when the proceed- 
ings of Congress have had ro effect on it, the price 
still ranged from 64% to 72% before the announcement 
that the July dividend w wand be passed, which was 
a surprise, but still only caused a depression from 
68% to 64. The reason given for passing the dividend 
is so obvious that it ought to have suggested itself before- 
hand to those holding the stock. There has recently been a 
decision by the Court of Claims that the 5 per cent. of net 
earnings due by the terms of the company’s charter to the 
government include all that iscommonly called net earn- 
ings, that is, gross earnings less working expenses only, 
whereas the company has claimed that the interest on mort- 
gage bonds also should be subtracted. Moreover, the com- 
pany claimed that the act of the government in delaying 
until October, 1874, the formal acceptance of the road as 
| completed so as to be entitled to its land grant, deprived it 





jof any claim to 5 per cent. of the net earn- 
|ings until that date, which was five and a _ half 
years after the road was opened. Now the Court 


| of Claims decides that the payments must cover the whole 
| time that the road has been actually open through for busi- 
| ness. No payments have ever been made on account of this 
per cent. of net earnings, which thus, by the decision of 
|the Court of Claims, become due at once for about nine 
| years. On the other hand, there is due the company one- 
half of the earnings from government transportation for 
several years, which have been withheld avowedly as an 
offset to the default of the 5 per cent. of net earnings. Thus 
| the amount payable by this decision is 5 per cent. of the total 
net earnings since May, 1869, less one-half of the earnings 
from government business since they have been withheld. 
The withheld payments for government transportation must 
amount by this time to about $2,500,000. But the net earn- 
ings of the road up to the first of January last had been 
about $44,000,000, 5 per cent. of which is $2,200,000. 
Thus by this decision the debt due by the company to the 
government would just about offset the debt due by the 


a become frightened by imaginary dangers until they are | government to the company. 


| The case was at once carried up to the Supreme Court, so 
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that itis of course still uncertain whether the decision of the | possibly not one-third as long. It is next to impossible to I am in favor of that. High rates in the future are 


Court of Claims will stand. The difference to the company 
by taking 1869 as the date of the completion of the road in- 
stead of October, 1874, must be about $1,050,000 with the 
government's (and Court of Claims’) interpretation of net | 
earnings, but only about $185,000 by the company’s inter- 
pretation of thatterm. If the former interpretation is main- | 
tained, it will make a difference of $173,500 in the yearly 
5 per cent. of net earnings in favor of the government. 

But the act passed at the last session of Congress is a sub- | 
stitute for this old legislation, and if that act is upheld, the | 
decision of the Court of Claims will affect only the payments | 
due from the earnings of previous years. Probably if this | 
decision is sustained it will lessen the opposition of the com- | 
pany to the provisions of the act passed this year, which | 
will also, doubtless, be tested in the Supreme Court before 
the companies will accept its provisions. 

The Central Pacific is affected by this decision equally 
with the Union Pacific, but as a large part of the mileage 
for which it reports capital and earnings is of roads not sub- 
sidized by the government, we are unable to say to what ex- 
tent it is affected. 

The whole debt accumulated for so many years by the de- 
lay in paying the 5 per cent. of net earnings, however, is 
small compared with the yearly profits of either company. 
There were $3,700,000 above interest charges for the Union 
Pacific in 1877, and $4,800,000 for the Central Pacific in 
1876. 

We showed, at the time the Thurman bill was before 
Congress last winter, that while it would require considera- 
ble annual payments from the companies, which might 
reduce the rate of the dividends, there would still remain 
profits enough to make very handsome dividends. As the 
payments so made to the government, however, are really 
payments of a debt, and lengthen the time during which 
dividends will be possible, it is not certain that the value of 
the stock will not be increased enough by its permanency to 
make up for the necessary reduction in the rate of dividend. 
Two per cent. on the Union Pacific stock amounts to 
$735,000, which, we should say, should much more than pay 
any balance due the government by the decision of the 
Court of Claims. 





Record of New 





Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Neches—Track laid from the Neches River 20 miles above 
Beaumont, Tex., 8 miles into the woods. 

Denver, South Park & Pacific-—Extended from Morrison, 
Col., southeast to Pine Grove, 27 miles. It is of 3-ft. gauge. 

Spartanburg & Asheville.—Extended from Tryon, 8. C., 
north by west to Pace’s Gap, nine miles. It is of 5-ft. gauge. 

Lake Erie & Louisville.—On the new extension of this 
road track is laid from St. Mary’s, O., west 6 miles. 

This is a total of 50 miles of new railroad, making 482 
miles completed in the United States in 1878, against 595 
miles reported for the corresponding period in 1877, 656 in 
1878, 336 in 1875, 603 in 1874, and 1,387 in 1873. 


Tue MICHIGAN CENTRAL ELECTION resulted in the choice 
of the Vanderbilt ticket by a majority of nearly two-thirds 
of the stock voting, and a clear majority of the total stock. 
The change is a sweeping one, not oneof the old board—some 
of whom have held their places for a great many years—- 
being left. Most of the new board are New York Central 
directors, and some of the others are in the Lake Shore 
board. The disappearance of Mr. James F. Joy from the 
Michigan Central board, where a large part of the work of 
his busy life has been done, is especially notable. He was 
for so many years the President and active executive of the 
company, is so perfectly familiar with its history and all its 
relations, and is, withal, a man of such marked ability, that 
the recent management must have found his advice of the 
greatest value, and we believe that he has taken an active 
part in the affairs of the company since he ceased to be Presi- 
dent, under Mr. Sloan’s administration. 

The new administration is in such relations with the chief 
rival of this road that it will need to conduct its affairs very 
cireumspectly. Any shadow of suspicion that its interests 
were subordinated to those of the Lake Shore, the Canada 
Southern or the New York Central would be likely to cause 
much ill feeling on the part of the Michigan Central stock- 
holders. But it is doubtless true that it may be better for 
both the Lake Shore and the Michigan Central roads to be 
under one management. If now closer relations are estab- 
lished between the Michigan Central and the Canada 
Southern, probably the Great Western will feel inclined to 
reply by favoring the Erie rather than the New York Cen- 
tral. The Great Western, however, is wholly dependent on 
the Michigan Central for a Chicago connection. Its posses- 
sion of the Detroit & Milwaukee will secure it a considerable 
traffic, and it can, if it is not suited with its connections, run 
steamboats from Grand Haven to Chicago as it now runs 
them to Milwaukee. 


THE Sotimariry oF TrRaFFic is illustrated by the 
troubles about rates from the Northwest to Southern and 
Southeastern points, which the roads interested, acting in 
connection with the Southern Railway & Steamship Asso- 
ciation, have been trying to settle. - The low rates from the 
Northwest to New York, Philadelphia and Baltimore 


have been spoiling the business from St. Louis and Louisville | TF 


to Atlanta, Macon and Montgomery, strange as it may seem. 
But when it costs next to nothing to ship from Chicago to 
New York, grain and provisions take this roundabout way, 
going by steamer to Charleston or Savannah, and thence by 





rail to the interior, instead of taking the direct rail route, 


prevent this without removing the original cause—the low 
rates from Chicago to New York. The people who profit by 
the traffic sent by the long route are chiefly those who would 
make nothing whatever out of it if it went by the short 
one. 


LaKE AND CANAL RaTEs are again reduced, and have 
now reached, we believe, the lowest quotations of last year. 
For nearly the whole week past 1'¢ cents per bushel for 
corn and 1% for wheat, from Chicago to Buffalo, and 37 
cents for corn and 4% for wheat have been the ruling rates, 
making the cost, with elevator charge at Buffalo, of moving 


a bushel of corn from Chicago to New York about 614 cents. | J 


The actual difference in New York and Chicago prices for 
corn was last Wednesday about eight cents per bushel. 


Mr. VANDERBILT’S OUTSPOKEN APPROVAL OF THE APPOR- 
TIONMENT OF TRAFFIC, telegraphed from Chicago, is a suf- 
ficient answer to the rumor that he was about to begin a war 
of extermination against the other trunk lines, and will give 
confidence in the practicability of removing the difficulties 
that now exist concerning east-bound freight, and the con- 
tinuance of harmony concerning west-bound traffic. 

THE BurraLo Pire LINE PROJECT, in behalf of which the 
general pipe-line law was passed at the recent session of the 
Legislature, has failed because of a lack of faith in the com- 
munity. In other words, money could not be raised to con- 
struct the line after the authority to lay it had been ob- 
tained. 





President Vanderbilt on Pooling Traffic. 


The following communication from President Wm. H. 
Vanderbilt was published in the Chicago Times last Wed- 
nesday, while Mr. Vanderbilt was visiting Chicago: 

Granp Paciric HoTe., CuicaGo, June 25, 1878. 

In my interview with you this day you ask me to express 
my views upon pooling combinations, and whether, in my 


judgment, public policy and the best interests of trade can | 


justify them. Upon this subject there is naturally great di- 
versity of opinion; but if the whole question was thoroughly 
examined and understood, I believe there would be sub- 
stantial unanimity. The great commercial, financial, agri- 
cultural and industrial interests of the country are all 
injured by such competition as has heretofore 


fited by such a check as would secure fair profits. From a 
railroad standpoint, I am fully convinced that if reasonable 
and living rates of transportation could be maintained, and 
investors in railroad 
would be much better he whole country. 
seek to secure more than their share of the iness; violent 
competitions ensue, and equally violent fluctuations in 
rates, and this disturbs all commercial calculations and 
values. What the ple 
erate prices for freight. The object of all —- ar- 
rangements is to bring about this result. If it is accom- 
lished, then the carrier and the shipper are equally 
benefited. The pool provides that all competitive business 
shall be gy modern. divided, each competitor receiving 
what has m agreed upon as a fair share. It differs 
from the railway combinations which in former years 
excited distrust, and the conditiors which made them 
formidable no longer exist. Certainly all agree that the 
time has come to stop by some process the shameful waste of 
railway property which has been yp §. for two years 
past. these enterprises have enabled this country to become 
the test J posaecoed in the world, and if they are crippled 
Pp oe -_ apne et a pein od rates have 
vai or the carriage 0! e great staples than any 
ye ang would venture to provide. This condition of 
‘airs, if continued, must end disastrously to all railway 
a ag ural advantages, bette t and 
rior nat van » r management and a 
grater volume of business, will necessarily keep some roads 
solvent much longer than others; but every bankrupt line 


tends to drag others down. Such a road pays nothing to stock- | 


holders or bondholders; it has no responsibility to owners, 
patrons or the public. It does business comparatively for 
nothing. Its property deteriorates, and the country through 
which it runs will in the end experience the disastrous effects 
of its carelessness and irresponsibility. If all the great 
trunk lines were brought to such a condition not only would 
immense rties be destroyed but credit and trade be so 
yeed that every interest of the whole country would be 
bly injured. The pool tries to avoid this. The only 
Gaeger tens con be against it is that it may establish 
exorbitant prices; but this is impossible. The public have 
become to very low charges, and will submit to 
no other. The best skill, the most prudent manage- 
ment, the utmost good faith, cannot provide for more than 
barely living prices. The whole effort of the pool cannot 
raise or keep the rate of transportation to a figure so high 
but that the most rigid economy and the ablest management 
will be required to enable com; to live. The railroads 
now existing, if crowded to ti fullest capacity, could do four 
times the business of the country. 

Of course there are a few enterprising merchants and 
shippers always seeking to do better than their neighbors, 
who might reap some temporary benefits while the roads 
were destroying each other; but the true interests of all de- 
mand that the rates shall be fixed and permanent, and that 
all customers should be treated alike. 

If there were only two rates during the year—a sum- 
mer rate and a winter rate—and all shippers knew just 
what to expect, and were uniformly dealt with, it 
would add immeasurably to the prosperity and sta- 
bility of our commerce. combinations heretofore made, 
based upon different principles, have been violated by the 
locai agents in their anxiety to secure business and favor 


friends. Under the equi distribution of 
becomes very difficult, and a greater sense of ess 
and security prevails. 


ness for , are not nor, except as a mat- 
ter of is it much, under equal 
which best advantages and supe- 

make more than its less fortunate or 


ye eg? oP a  - BA, ~1 
ee a =o 
produced the most and the most beneficial 
results. If any other scheme will work better, then 


; pre- | 
vailed, with its attendant uncertainties, fluctuations and | 
bankruptcies, and, on the other hand, they would be all bene- | 


ym ote | receive a fair return, it) 
or Rival roads | 


want is certainty and mod-| 


this of the steamship and railroad officers not 


utterly — The people are safe from extortionate 
charges. Stability of prices, fair rates for transportation, 
equitable dealings with shippers and general prosperity can 
only be had through some form of understanding embraced 
in what is generally styled a pool. 


Geneval Railroad Wlews. 


MEETINGS AND ANNOUNCEMENTS, 


Dividends. 


Dividends have been declared as follows: 
Old Colony, 3 per cent., semi-annual, payable July 1. 
Richmond & Petersburg, 2 per cent., semi-annual, payable 
uly 1. 
Chicago, lowa & Nebraska (leased to Chicago & North- 
western), 5 per cent., payable July 1. 
a ¢ Worcester, 5 per cent., semi-annual, payable 
y &. 





Foreclosure Sales. 


The Michigan Lake Shore road was sold in Allegan, Mich., 
| June 19, under a decree of foreclosure granted by the 
| United States Circuit Court. The sale was made subject to 
| $160,000 Receivers’ certificates, and the road was bought 
for $5,000 for account of the bondholders by J. W. Con- 
| Verse, of Boston, and J. H. Wade, of Cleveland. It is stated 
| that holders of $819,000 out of $880,000 bonds join in the 
| purchase. The road extends from Allegan, Mich., to Mus- 
x Sey 58 miles, and is not a profitable property. 

e property and franchises of the South Mountain Rail- 
road Company were sold recently by the Sheriff of Lebanon 
County, Pa., subject to a first mortgage for $1,000,000. 
Bought in by the attorney for the bondholders, who are 

| about to hers proceedings in foreclosure. The company has 

| done a good deal of work on a line from Harrisburg, Pa., to 

| Hamburg, but has no track laid. The line is intended to run 
through to the Delaware River, whence the South Mountain 
& Boston is to extend to the Poughkeepsie Bridge. 

Future sales are noted as follows: 

The Mobile & Ohio Railroad will be sold at Mobile, Ala., 
| Aug. 19, under the decree of foreclosure of the first mort- 
| gare granted by the United States Circuit Court, The sale 

will include the main line, 472 miles, and 46 miles of branches, 
with all the equipment and appurtenances; the lease -of the 
Aberdeen beapek. 9 miles; about 1,088,911 acres of donated 
lands and the franchises. ‘The sale’ will be made subject to 
the alleged prior lien on the property in Tennessee, as re- 
served in the decree; also to a small prior mortgage on the 
Gainesville Branch. A deposit of #210,000 eash and $100,- 
000 in bonds or cash will be uired of the purchaser on 
the ~~ of sale, the balance to be paid on confirmation of the 
sale. In final settlement enough cash must be paid to cover 
costs and expenses of the trust, the balance being payable iu 
bonds and coupons at their pro rita value. 


Southern Railway & Steamship Association. 


A called meeting was held in Baltimore, May 20, for the 
purpose of establishing and maintaining fixed rates of com- 
pensation for ne by oy ht from the Northwest to South- 
eastern points, which have been greatly affected by the low 
rates from the Northwest to Atlantic ports. Colonel E. W. 
Cole, President, was in the chair. Mr. Charles A. Sindall, 
Secretary, reported the following delegates present: 

Col. E. W. Cole, President, George R. Knox, General 
| Freight Agent Nashville, Chattanooga & St. Louis; William 
| McRae, General Manager, and R. A. Anderson, General 

ay oad Agent Western & Atlantic; J. H. Wilson, Receiver 
| and General Manager, and C. H. ae General Freight 
| Agent St. Louis & Southeastern; W. R. Author, General 
Manager St. Louis, Iron Mountain & Southern; M. H. Smith, 
| General Freight Agent Louisville & Nashville; J. E. Martin 
| President Evansville & TerreHaute; Robert Forsyth, General 
ae Agent of the Chicago & Eastern Illinois and Great 
| Southern apatch. Green Line; Horace Tucker, General 
| Freight Agent Illinois Central; D. B. Morey, General Freight 
| Agent Chicago, St. Louis & New Orleans; L. D, Richardson, 
| General Manager Green Line, Chicago; H. 8. Haines, Gen- 
| eral Superintendent, John L. Taylor, General Freight Agent, 
;C. Owens, General Agent, John B. Andrews, 
| Baltimore Agent Atlantic & Gulf; Gen. E. P. 
| Alexander, President Georgia Railroad and Manager 
of Western Railroad of Alabama; R. G. Flem- 
| ing General Superintendent Port Royal Railroad; C. 8. 
| Gi en, General Superintendent Savannah & Charleston; 
| Col. G. J. Foreacre, General Manager Atlanta & Charlotte 
Air Line; Sol. Hess, General ‘ey = Agent, Richmond & 
| Danville; E. R. Dorsey and J. A. Russell, Baltimore & Ohio; 
|W. H. Fitzgerald, Atlantic Coast Line; John M. Robinson, 
President, R. L. Poor, General Freight Agent;and R. B. 
Cook, Assistant Freight Agent, timore Steam Packet 
| Company; John Davis, Agent Merchants’ Steamship Com- 
| pany 5 B. 8. Fitch, General ht Agent Chesapeake & 
| Ohio; A. L. Huggins and Wm. Plummer, Merchants’ and 
| Miners’ Transportation Company; V. Q. Johnson, General 
| Superintendent Carolina Central; W. H. Knight, Hauer 
| Great Southern Dispatch, Green Line, Chi ; Reuben 


| Foster, General r Richmond & York River and of 
| Baltimore & Wilmington Steamboat Company ; Virgil 
| Powers, General Commissioner, John B. Peck, General 


Agent, Charles A. Sindall, Secretary of the Southern Rail- 
| way & Steamship Association. 

The object of, the —— was briefly stated by Colonel 
Cole, after which a committee of fifteen was appointed to 
take the desired action on the matter. The committee re- 
| tired and the convention adjourned to await their report. 
Subsequently, upon the committee informing the Association 
that they had not been able to consider the matter thoroughly 
a final adjournment was made, the committee being directed 
to report to the members at the St. Nicholas Hotel, New 
| York, May 22. 
| The egppumed meeting was held in New York, June 22 
Col. E. W. Cole presiding, with C. A. Sindall, ‘retary 
General Commissioner Powers repo! that he had been 
unable to perform the duty assigned to him, not having been 
|able to procure conferences with the proper representatives 
| of the steamship lines. He said that those representatives 
| were present at this meeting and could speak for them- 
selves. 

A long debate then followed, without any result, the views 
ing in harmony. 
| At its close a committee was appointed to hear both parties 

and to arrange, if possible, a freight tariff that both could 
to. The committee is as follows: Coup Knox, 
Nashville, Chattanooga & St. Louis; Wm, McRae, Western 
& Atlantic; C. H. Coean St. Louis & Southeastern; E. P. 


’ 


| Alexander, Georgi ; George W. Adams, Macon & 
Brunswick, and Messrs. Green and Friend, of the Green Line, 
The meeting then adjourned. 


Atlantic & Great Western Mutual Life Insur- 
ance Co. 

| The annual meeting was held at Fair Point, N. Y., June 

118. The 7 new members — and 

| 8 re-instated; 5 and 25 forfeited, leaving 919 at the 

| close of the year, an increase of 190, Four for 
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deaths were collected and paid out, amounting to $3,195; 
the total receipts were $4,637.14; payments, $3,447, leaving 
$1,190.14 on hand at the close of the year. 
mittees were then appointed. 


Amendments to the articles of agreement were adopted, | 


limiting the amount or insurance to be paid to $1,000, and 
increasing the Secretary’s bond to $3,000. A congratulatory 
telegram was then received from General Superintendent 
Cooper. 

Officers and directors (whose names are pen elsewhere) 
were then elected for the ensuing year. m recommenda- 
tion of the Committee, it was resolved to hold the next an- 
nual meeting at Cleveland on the third Tuesday in June, 
1879. Resolutions of thanks were voted to the officers of 
the Association, to General Superintendent Cooper and other 
officers of the road, and the meeting adjourned. 


ELECTIONS AND APPOINTMENTS. 


Atlantic & Great Western Mutual Life Insurance Co.— 
At the annual meeting at Fair Point, N. Y., June 18, the 
following officers were chosen: President, J. B. Shaw, James- 
town, N. Y.; Vice-President, Col. Holmes, Galion, 0.; Sec- 
retary, George E. Hinds, Kent, O.; directors, E. H. 8 " 
T. G. Armstrong, J. Hallar, J. Pitton, Wm. Fuller, G. -- 
ver, M. Wood, N. F. Wood, J. M. Booth, S. V. Smith, C. M. 

horp, H. A. Cooper, Robert Laird, T. H. B. Beal, John 
Hardy. 


Burlington & Northwestern.—At the annual meeting in 
Burlington, Ia., June 21, the following directors were 
chosen: Thomas Hedge, Charles Mason, Rand, John 
H. Gear, George C. Lauman, W. W. Baldwin, Richard 
Spencer, William Gillies, David Leonard, Robert Donahue, 
George Millard, John W. Gilbert, T. W. Barhydt, J. M. F. 
Andrews, J. W. Crawford. The board elected Charles 
Mason President; Daniel Leonard, Vice-President; R. M. 
Green, Secretary and Treasurer; John F, Gerry, Superin- 
tendent, 





Canada Central Extension.—Mr. Robert L. Harris, of 
Portsmouth, N. H., has been appointed Chief Engineer, with 
office at Pembroke, Ont. Mr. Harris was formerly connected 
with the road, but has since been Chief Engineer of the Red 
River & Rio Grande road in Texas. 


Chicago, Burlington & Quincy.—Mr. E. P. Ripley is ap- 
pointed General Freight Agent, in place of C. W. Smith, ap- 
—— Traffic Manager. Mr. Ripley has been General 

Jastern Agent for some time. 

Mr. N. D. Munson, late Division Superintendent at Quincy, 
is appointed General Agent for Colorado, with office at Den- 
ver. 

Many reports as to further changes are current. The 
Chicago Tribune says: ‘‘ These rumors were caused by the 
sudden arrival in this city of Mr. George Tyson, General 
Auditor of the road at Boston, who, it is claimed, came here 
with the mission to reorganize the treasurers’ and auditors’ 


departments of the road. Mr. Tyson was in consultation a | 


great part of the day with Mr. C. E. Perkins, Vice-President 
and General Manager, and Mr. J. L. Lathrop, late Auditor 
of the Hannibal & St. Joe Railroad, was also with them part 
of the time. Itis said that Mr. Tyson will be made Treas- 
urer of the road in place of Mr. A. T. Hall, and the head- 


quarters of this department will be removed to Boston. Mr. Feur ending March ae Re nee ote anemia 
A. T. Ball is to remain in this city as Local Treasurer. Mr. | (i. Hamilten@Day- — ees: aw 
J. L. Lathrop is mentioned for the position of Auditor and | “ton and leased lines. $2,362,891 $2,431,874 D. $68,983 2.8 
General Supervisor of Accounts, with headquarters in this! Expenses 1,593,225 1,873,812 D. 280,587 15.0 
city. Mr. Bnsonel Powell, General Ticket Agent, has been aeons. <wletiinnighiaist: <aihoaainaigiial e 
offered the position of ‘Ticket Auditor, but he has not yet| Net earnings... $769,666 $558,062 I. $211,604 37.4 
made up his mind whether to accept or not. From this it | Earnings per mile 6,849 7,049 D. 200 2.8 
would seem that a new man is to be appointed as General | ,.! —— 9 ge 67.48 77.05 D. 9.62 12.5 
Ticket and Passenger Agent. For this position the name of | ‘ ——... . <a 
Mr. E. A. Touzalin, at present Land Commissioner of the Sepeuees.... 346.757 # 
Burlington & Missouri River Railroad, is mentioned. It is ied cmaieiipsiniaon, :iaieaneta 
claimed, however, that Mr. Touzalin does not want the posi-| Net earnings .. IEEE? saw yespes. | cent tank un cean 
tion. Yet he may be prevailed upon by Mr. Perkins, who} Earnings per mile 4,917 Soeeen 
has great confidence in bis abilities, to accept. If he does, it} . ¢. of expenses 07.75 “368 
is very likely that Mr. Arthur Gorham, late Assistant Land | Five Months ending May 31: 
Commissioner of the Atchison, Topeka & Sante Fe Railroad, 1878. 1877. 
will be Mr. Touzalin’s successor. Bur., Cedar Rapids 
z & Northern....... $692,516 $359,292 1. $333,224 92.7 
Chicago, Milwaukee & St. Paul.—The following circular is| Net earnings... 216,832 76,367 I. 140.465 183.9 
dated June 11: ‘Mr. F. G. Ranney has been appointed! P. c. of expenses.. 68.64 78.81 D. 10.17 12.9 
cashier of the Western Union Division (formerly the Sabula, | Denver & R. Grande 347,271 248,635 I. 98,636 39.6 
Ackley & Dakota, and Dubuque Southwestern railroads). oe —_...-- —— ao : 1 ee 
All remittances on account of the business of that division | oj ¢viie ¢ Nach 2.099713 2044109 [ sepa | 8 
° . . at s = . rer. é a i. . . mf 
will be made to, and all drafts made on him, at Milwaukee. | “Net earnings .... 749,562 696.903 I. 52659 76 
Mr. Ranney will draw for all ticket, mileage and other bal-|  P. ¢. of expenses 64.29 65.91 D. 1.62 25 
ances due the division. This circular is issued to correct that | Philadelphia & Erie. 1,042,628 1,139,158 D. 96.530 85 
of May 22, 1878, in which Mr. Ranney is named as Treas-| Net earnings..... 281,078 320,456 D. 39,378 12.3 
urer.” Prishusgh Gin fst 73.02 71.82 L. 1.20 17 
Chicago, Saginaw & Canada.—At the annual meeting in| Louis............ 1,301,450 ree 
St. Louis, Mich., June 18, the following directors were yl (a in 47 ane ve 
chosen: T. A. Nims, Muskegon, Mich.; J. F. Bowen, Wm. | « paulg Sioux City 237,820 106,768 1 71,058 4216 
B. Kelley, John O’Byrne, G. W. Reed, Philadelphia; Wm. |" Net earnings : 92.742 31.337 I 61405 196.2 | 
Bond, G._E, Ehrhardt, Richard Pennistan, Gen. Daniel E.|  p. ¢. of expenses 60.96 $1.10 D. 20.14 24.8 | 
Sickles, New York. Sioux City € St. Paul 149,182 91,128 L 58,054 63.7 
Dayton & Michigan.—At the annual meeting in_ Toledo, ate po ey : Ke ee 3 oe ey 
June 18, the following directors were chosen: Matthew | Worthington & Sioux 
Shoemaker, Toledo, O.; Preserved ye  & ton, O. iz Mar- — AS ae 7,116 I. 29,641 417.5 
tin Bare, Theodore Cook, Rufus King, J. N. Kinney, Henry | Net earnings..... 21,717 sew os ss sese sekeee 
Lewis, Joseph H. Rogers, R. M. Dicesier Cincinnat, P. c. of expenses... 40.33 113.87 D. 73.54 64.6 
The road is leased to the Cincinnati, Hamilton & Dayton. Four Months ending April 30: ‘ 
ie we 2 “1e =n o~ C 9 ° 
Grand Rapids, Newaygo & Lake Shore.—At the annual a. eee ss “ aT er 
meeting recently the following directors were chosen: D. P. P. c. of expenses. 71.27 
Clay, E. P. Fuller, L. H. Randall, Wm. Sears, Grand Rapids, |) yfonth of April: 
Mich; W. D. Fuller, L. K. Riblett, Newaygo, Mich.;| , antic Miss.& Ohio $126,920 $124,645 I $2285 18 
BE, Bradford, Sparta, Mich.; Chester Warner, Chica-| “Net earnings....... 3186 21.106 I 12080 57.3 
go; J. W. Converse, Boston. The board elected D. T. Clay} pp. ¢. of expenses 73.81 310 D. 929 112 
President; Chester Warner, Secretary and Superintendent; | Second Week in June: 

3 ee =| Denver &R.Grande. $18,715 $12,241 TL. $474 53.1 
Laclede & Fort Scott,—At the annual meeting recently | St. Louis, Iron Mt. ¢ eps 7 — G 
the following directors were chosen: C. W. Colehour, J. ni | Southern. . 59,300 82,869 D. 23,569 28.4 

Goodkins, G. L. Hoodless, J. C. Mitchell, J. J. Sately, W. | Week ending June 14: 

H. Scanlan, L. C. Stannard. Gt. Western, of Can $71,758 $73,851 D. $2,093 28 
Michigan Central.—At the annual meeting in Detroit,| "¢¢ ename June 15: ee , 

June 24, the following directors were chosen: Ashley Pond, | Grand Trunk $152,407 $151,184 IL $1,223 0.8 


Detroit; Anson Stager, Chicago; Wm. L. Scott, Erie, Pa. ; | 
Samuel F. Barger, Augustus Schell, Wm. H. Vanderbilt, | 
Cornelius Vanderbilt, Wm. K. Vanderbilt, Edwin D. Wor- | 
cester, New York. This is an entirely new board, not one of | 
the old directors remaining. The whole number of shares is | 
187,332; of these 99,665 were voted for the ticket elected, | 
57,125 for the old board, and 30,542 were not represented. | 
The board subsequently elected Wm. H. Vanderbilt Presi- | 
dent; E. D. Worcester, tary; Cornelius 

Treasurer; Wm. H. Vanderbilt, Augustus Schell, Cornellus | 
Vanderbilt, Samuel F. Barger, Executive Committee. 


Missouri Pacific—Mr. M. Bullard has been appointed | 
Acting Superintendent of the Eastern Division, in place of | 
Warder Cumming, igned. Mr. Bullard was recently | 


Chief Train Dispatcher of the Western Division. 


Ogdensburg & Lake ere a the annual meeting 
in Ogdensburg, N. Y., June i 








The usual com- | J 
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— John Quincy Adams, Albert Andrews, William J. 
| Averill, George M. Barnard, Francis Cox, John 8S. Farlow, 
‘ arnsworth, S. M. Felton, M. E. Hale, C. Hurlbut, 
| George Lewis, John C. Pratt, Francis Thompson. 


Port Royal & Augusta.—The bondholders who bought 
|the Port Royal road at foreclosure sale, met in New 
| York, June 24, and organized this company by electing 
the following directors: D. C. Wilson, Port oval, S. 
C.; D. F. Appleton, F. R. Appleton, H. H. Boody, Walter 
Luttgens, A. Marcus, H. A. Robbins, C. L. Rubsamm, R. H. 
| Thayer, New York. 


St. Paul & Duluth.—At the annual meeting in St. Paul, 
| Minn., June 17, the old board was unanimously reélected as 


| follows: John P. Isley, William H. Rhawn, Edward M. | 


Lewis, George Whitney, Edward A. Rollins, Frederick R. 
Shelton, James Smith, Jr., William Dawson, Charles H. 
Graves. The board reélected John P_ Isley, President; 
| William H. Rhawn, Vice-President; E. Q. Sewall, Secretary 
|and Treasurer; J. H. Dingee, Jr., Assistant Secretary. 


| _ Stony Brook.—At the annual meeting in Lowell, Mass., 
| June 24, the following directors were chosen: W. A. Burke, 
| B. F. Clark, James B. Francis, 8. G. M 
| F. Richardson, Jacob Rogers. The board elected James B. 
| Francis President; Jacob Rogers, Clerk and Treasurer. 
The road is leased to the Nashua & Lowell. 


Vermont Valley.—At the annual meeting in Brattleboro, 
Vt., June 19, the following directors were chosen: W. H. 
Rockwell, 8S. M. Waite, Brattleboro, Vt.; Frederic R. Bil- 
lings, Woodstock, Vt.; John B. Page, Rutland, Vt.; W. B. 
Washburn, Greenfield, Mass.; H. C. Robinson, Hartford, 
Conn.; G. Morris, New York. The new directors are Messrs. 
Page and Washburn, who succeed F, A. Nash and Daniel L. 
Harrls, the latter retiring on account of ill health. 


PERSONAL. 


—E. R. Stiles, Master of Road, and Warder Cumming, 
Superintendent of the Eastern Division of the Missouri Pa- 
cific, have resigned their respective positions. 

| _—Mr. Levi Parsons, at one time President of the Missouri, 
| Kansas & Texas, but not a director for some time past, 
| claims to have been chosen a director at the recent annual 
| meeting, under the system of cumulative voting allowed by 
| the law of Kansas. He brought suit in the New York Su- 
| preme Court to enforce his claim, but the Court decided that 
it had no jurisdiction in the case and that the suit should be 
brought in Kansas. 

| —Mr. John Taylor Johnston has resigned his position as a 
| director of the Central Railroad Company of New Jersey, 
| of which he was for so many years President. 

—Mr. W. C. Quincy will close his long service to the Bal- 

timore & Ohio Company June 30, having resigned his posi- 
tion as General Manager of that company’s Trans-Ohio lines. 





| 
TRAFFIC AND EARNINGS. 


Railroad Earnings, 
Earnings for various periods are reported as follows: 




















ack, J. H. Read, G. | 


9, the following directors were | of 


Grain Movement. 


For the week ending Jun: 15 we have 
port of the number of bushels of grain of 


at the eight leading Northwestern markets for five years: 


1877. 
2,076,791 


1878, 
2,660,004 


1876. 
5,991,926 


1875. 
2,499,349 


1874. 
4,217,324 


The receipts have suddenly fallen off very greatly and for 


Vanderbiit, | this week are smaller than before since navigation opened, 


and less than half the average weekly receipts in May. 


They 


this year before navigation opened. 


For the same week the shipments of the same Northwest- 


ern markets have been: 


1878. 1877. 1876. 1875. 
3,576,261 2,166,457 5,313,216 2,518,909 


were, indeed, not quite equal to the average receipts 


1874. 


4,089,948 
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than in 1876. More striking is the decrease compared with 
previous weeks this year. These the previous week were 
nearly a million bushels greater, for the week ending June 1 
were 1,500,000 greater, and for that ending May 25 1,400,- 
000 bushels greater. Thus the amount to be carried has sud- 
denly been greatly reduced, and the decreasing receipts and 
small stocks on hand in the Western markets indicate that 
the yearly summer dullness has already — earlier than 
usual, as the season is earlier, and thata light movement 
may be expected hereafter until the new wheat begins to 
come forward. 

Of the above shipments the number of bushels and the 
percentages of the whole which were shipped by rail were 
as follows: 


1878. 1877. 1876. 1875. 1874. 
778,483 664,033 2,394,811 1,084,679 739,787 
| 21.8 p. c. 30.6 p. c. 45.1 p. ¢. 43.1 p. c. 18.1 p. c. 


This is a great decrease this year from the rail movement 
of the preceding week, and still greater from those of pre- 
vious weeks. The average weekly shipments by rail in May 
were about 1,860,000 bushels, and they were 2,000,000 
bushels the last week in May. For the two weeks since, the 
rail shipments have been 1,169,514 and 778,483 bushels, 
respectively. And the loss has fallen wholly upon the rail- 
roads. The average total weekly shipments in May were 
4,700,000 bushels; for the next two weeks they were 4,050,- 
000 bushels. But while the total shipments have thus fallen 
off, the average lake shipments have been nearly 9 per cent. 
greater than in May, while the rail shipments have been 48 
per cent. less. 
| The receipts at the seven Atlantic ports for the same week 
were: 

1878. 1877. 1876. 1875. 1874. 
4,984,836 1,656,278 5,123,251 2,879,202 4,596,355 
| This year the receipts are three times as great as those of 

last year, but are 2% per cent. less than those of 1876. 
They would, however, be counted large in any season. The 
| decline in Western receipts and shipments is not fully felt 
in the seaboard receipts until about three weeks afterward. 
| The receipts for the week this year, however, are smaller 
| than for five weeks previous, but larger than in any week 
| preceding May since last fall. 
Of these Atlantic receipts for the last week this year, 51.6 
| Per cent. arrived at New York, 15.1 at Philadelphia, 10.9 
|at Montreal, 10.8 at Baltimore, 7.2 at Boston, 4.2 at New 
| Orleans, and 0.2 at Portland. Philadelphia’s and Balti- 
| more’s receipts have fallen off much more than New York, 
chiefly, doubtless, because the Northwestern shipments have 
| fallen off, and that these places, receiving chiefly by rail, 
| feel it some ten or fifteen Save sooner than New York, which 
| receives chiefly by canal. 

For the week ending June 24 the following figures are re- 
ported : 
| Receipts and shipments at Chicago and Milwaukee were: 


| 
| 


Receipts. Shipments. 
| Chicago ; “ . 1,560,624 1,653,754 
| Milwaukee... .... ‘cameo pene 372,950 300,670 


The receipts are somewhat greater and the shipments 
somewhat less than in the preceding week, but much smaller 
| than before since navigation opened. 
| Buffalo receipts by lake and rail and shipments by canal 
| and rail were, for the same week: 








| Receipts. Shipments. 
| By rail. . 390,300 979,884 
| By water .. 1,009,924 1,594,295 

Total 1,400,224 2,574,179 


| 
| The receipts are 44 per cent. less than the shipments, about 
| the same as those of the previous week. 

| The receipts at the four leading seaboard ports for the 
| 


week were: 
tog. oe eee 1,736,641 | Philadelphia.......... 765,500 
Ce ae 308,230 | Baltimore............. 1,334 


| Boston, Baltimore and Philadelphia together received 
1,565,064 bushels. New York receipts are but about two- 
| thirds of those of the preceding week, and the smallest since 
;canal deliveries began. Baltimore receipts have been 
| smaller but once this year. Of the receipts at New York 
| 461,693 bushels, or 2614 per cent., were by rail. 
Petroleum Movement. 
| Stowell’s Petroleum Reporter puts the production for May 
| at 1,264,862 barrels; shipments, 960,894 barrels, and stock 


|on hand May 31, 4,996,058 barrels. Shipments out of the 
oil regions for the month, refined being reduced to crude, 








| were as follows: 
Per cent. 
} of total. 
Pittsburgh. ....... 21.35 
Cleveland. ... bond oe 9.77 
TOC BOURG. ........006000. sees 08000 8.11 
: | Baltimore............ 2.64 
_ | Philadelphia ...... — 20 13.04 
6 OO eee ee . 393,807 40.98 
| Boston 39,520 4.11 
| ae ane a 
| Ne eee ... 960,894 100.00 


| Shipments of refined (included above) from Titusville 
and Oil City were 123,319 barrels. Included in local points 

| were 22,650 barrels destroyed by fire at tanks. 

| The Pittsburgh Telegraph reports a probable renewal of 

|shipments for export by way of the Ohio River and the 

| Chesapeake & Ohio road to Richmond, Va. An agent for 

|some large New York firms has made arrangements and 
4,000 barrels of refined oil were to leave Pittsburgh June 22 
| by this route. 

Coal Movement. 


| Coal tonnages for the week ending June 15 are reported 


as follows: 
1878. 1877. Inc. or Dec. P. c. 
| Anthracite... -eeee. 489,298 483,244 I. 6,054 3 
Semi-bituminous........ 69,472 72,132 D. 2,660 3.7 
Bituminous, Pennsylv’a. 38,403 30,810 I. 7,593 24.7 


The Anthracite Board of Control met in New York, June 
24, and fixed the July production at 1,500,000 tons, allotted 
as follows: Philadelphia & Reading, 429,375; Lehigh Val- 

| ley, 296,250; Central, of New Jersey, 193,575; Delaware, 
| Lackawanna & Western, 191,250; Delaware & Hudson Canal 
| Co., 187,200; Pennsylvania Railroad, 114,375; Pennsyl- 
| vanio Coal Co., 87,975. 

| The Lehigh Valley has at last followed the example of the 


the following re-| other anthracite companies and raised its prices at tide- 
all kinds received | water about 25 cents a ton. 


| Passenger Rates. 
| Some of the lines from St. Louis eastward be cutting 
passenger rates considerably last week, but the incipient 
war lasted a few days only, being terminated June 22 by a 
| general ment and the reéstablishment of the old rates. 
A very lively competition is in progress between the two 
lines from St. Louis to Texas. The cutting has been so sharp 
| that round trip tickets from Galveston and Houston were 
last week selling at $15 to St. Louis and $20 to Chicago. 
A large travel is reported in consequence of the low rates. 


} Division of Texas Business. 


These shipments, though 661; per cent. greater than those | The Galveston (Texas) News says: “‘It has been evident 


the corresponding week last year, were 883 per cent. less | ever since the demise of the late Commodore Morgan and 
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the practical assumption of authority over his transportation | quite a 


lines by Morgan’s Louisiana & Texas Steamship and Rail 
road Transportation Company, that the contest for complete 
possession of the freight business to and from New 


ion of the trade reached by some compromise. This ——e- 
ment has been perfected and a contract has been signed 
tween the contestants giving to the Morgan line all through 
freight by the Central road and its connections to or from 
New York, New Orleans, or any other point except Galves- 
ton. The Mallory line is to retain the Galveston business 
outward and inward, and also control the through business 

roceeding from the International road and its connections. 

he freights from and to points on the San Antonio road 
will be pooled and divided pro rata. 

“This agreement has chreniy gone into effect, but full 
details of the advances in the freight tariffs have not been 
made public.” 


THE SCRAP HEAP. 
Railroad Manufactures. 

Pittsburgh eapera state that the Cambria [ron Company, 
at Johnstown, Pa., has recently received orders for 17, 
tons of iron rails, which are to be delivered as promptly as 
possible. 
going until November, and the company has been compelled 
to refuse additional orders for some 10, tons of iron rails, 


which were wanted immediately, but which, owing to con- | 


tracts now on hand, could not be furnished within the time 
specified. 

The Revolving Scraper Co., at Columbus, O., reports con- 
siderable inquiry for its goods from Mexico, Central and 
South America, The company has recently exported a num- 
ber of revolving scrapers and barrows to contractors and 
dealers in Canada, England and Germany. It has also 
recently filled considerable orders from the Western States. 

The Barney & Smith Manufacturing Co., at Dayton, O., 
has taken a contract to build 500 freight cars for the Pitts- 


burgh & Lake Erie road. The price is said to be good, but drivers by time. 


the time long, the company offering notes for one, two, 
three and four years. 


ork | 
and New Orleans to Texas was to be abandoned and a divis- | 
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bare of rock on either hand, and is noted and admired 
by the thousands of travelers who pass by it daily. 

Dealers in fine stationery find their best customers, appar- 
ently, among bankrupt railroad companies. Any sort of 
—— does for a dividend announcement; but a notice of a 

efault in interest or a request to fund coupons is sure to 


| come on heavy tinted paper and printed in the highest style 


Orders already on hand will keep the rolling mills | 


of the art. 


Traveling daily over a certain road the writer chanced to 
feel the want of a drink of water on three successive trips. 
The first time there was water, but no ice ; the second there 
was ice, but no water, while the third time there was both 
ice and water, but the cup was missing. In either case a 
few minutes time at the terminus would have supplied what 
was lacking. Such small matters have much to do with the 

comfort of traveling, but trainmen do notseem to realize it. 


That no narrow-gauge road had ever failed financially was 
a favorite argument—or assertion, some yearsago. It was 
| true enough, then perhaps, for the narrow-gauge was so 
new that none of them had had time to reach bankruptcy. 
The assertion is still frequently made by the baser sort of 
narrow-gauge advocates, but a reference to our recent files 
will show several foreclosure or bankrupt sales of such prop- 
erty, while others are in the hands of receivers and the long- 
| est road of the class is in default on its bonds. A road with- 
out business is pretty apt to fail whether its gauge be two, 
three, five or any other number of feet and inches. Never- 
theless the assertion will continue to be made and believed 
| by those who have no means of knowing better, or who have 
an interest in concealing the facts. 


Payment of Enginemen by the Trip in England. 
| 


An English journal says that “the London & Northwest- 
}ern Railway Company is now embroiled in a strife with its 
| employés, the result of which will be of vital importance to 
|every railway company in the kingdom. It has been the 
| custom of the company above mentioned to pay its engine- 
Recently, however, it has been thought 
| advisable to pay the men by the trip. Fair as the former 
| arrangement may seem, it undoubtedly held out advantages 


J. M. Jones & Co., at West Troy, N. Y., have orders for | for the unscrupulous portion of the men to spin out their 


60 horse cars. 

The Manchester (N. H.) Locomotive Works have several 
orders on hand for locomotives. They are also quite busy in 
their steam fire-engine shop. 

The bolt works of Stockwell, Bragg & Co., at Ravenna, 


| journeys by the system of “nursing.” By unnecessary de- 
| lays, caused by this system, the company was a great loser, 
| and with a view to prevent this evil, it decided upon the new 
| mode of payment to the drivers in its employ belonging to 
the goods and mineral trains. As was to be expected, the 


O., have been bought by James H. Cady and others, who | men do not see matters in the same light as the company. 


have organized the Stockwell Screw & Machine Co., and will | They view it from a stand 


remove the works to Cleveland. 
Hunnewell Furnace, at Riverton, Ky. 

ing 15 tons of pig iron per day. Mt. § 

same district, is also running and making 12 tons per day. 


, is in blast and mak- | 


| altogether within reason. 


up of the line by accidents. 
an ultimatum, threatening 


The Equitable Iron & Coal Co. has its blast furnace and | to strike unless allowed to revert to the former mode of pay- 
rolling mill at Ogden, Utah, nearly ready to start up. The| ment. The company, on the other hand, is equally deter- 
works were begun in 1873, but the original company was | mined to stand by the trip system ; indeed, matters have 


unable to complete them, and the present concern was re- 
cently formed. Mr. Wm. G. Case, formerly of Columbia, 
Pa., is the manager. 

Duquesne Forge, at Pittsburgh, is busy, chiefly on steam- 
boat work. 

The Central Vermont shops at St. Albans are building 
several new passenger cars to be used on the New London 
Northern road. 

The wire mill of John A. Roebling’s Sons at Trenton, 
N. J., is to be enlarged. A new engine of 400 horse-power 
was put in recently. 

A meeting of the creditors of Reese, Graff & Woods, iron 
and steel manufacturers, was held in Pittsburgh last week. 
The statement was made that the total indebtedness of the 
firm amounted to $480,000. Two mortgages are held 
against it, one for $100,000 by Graff, Bennett & Co., and 
another for $37,500 by Jobn Graff. Assets not known, but 
consist principally of mill property and manufactured iron. 
A committee of five was appointed to examine into 
firm’s affairs and report to an adjourned meeting. 

The contract for 20,000 tons of steel rails for the Erie is 
said to have been awarded at $44.25 per ton for early deliv- 
ery and somewhat lower for later. 

The Baltimore & Ohio rolling mills at Cumberland, Md., 
are being put in order ready to start up. It is said that both 
the rail and bar mills will begin to run in about two weeks. 

The National Tube Works Co. has declared a quarterly 
dividend of $3 per share, payable July 1. 

The Wakefield Rattan Co., of Boston, is duplicating an or- 
der for its rattan seats for 20 cars for the Metropolitan Ele- 
vated Railway, of New York. 

The Baldwin Locomotive Works, in Philadelphia, now em- 
ploy about 1,240 men on full time, and have much more 
work than last year. Among later orders are 10 engines for 
the Atchison, Topeka & Santa Fe and seven for the Denver 
& Rio Grande. A street car motor is nearly ready for ship- 
ment to Adelaide, Australia, and another to Milan, Italy. 

The Springfield Iron Co., at Springfield, Ill., has been fill- 
ing an order for 62-Ib. iron rails for the Wabash road. 
Preparations are being made to put up an additional mill 
building. 

At ‘the annual meeting of the Bethlehem Iron Co., at 
Bethlehem, Pa., it was stated that the net earnings of the 
works for the past year were $318,061; interest, _—— 
commissions, etc., $157,537; leaving $160,524, which the 
balance from the previous year 1 to $205,798. 
Against this had been charged $169,386 for shrinkages, 
count and dead items. The works made 57,045 tons of 
spiegel and pig iron and 52,958 tons of steel. The rail pro- 
duction was 87,793 tons steel and 4,784 tons iron. 

The Taylor Iron Works, at High Sri N. J., have re- 
ceived a considerable order for cast-iron chilled car wheels to 
be shipped to South America. Their trade with the South- 
ern Continent is increasing. 

Bridge Notes. 

Kell & Maurice, at Athens, Pa., have a contract for an 
iron craigs for the Lehigh Valley road, to replace one burned 
in an oil train accident recently. 

Chamberlain & Gibbs, of Cincinnati, have contracted to 


build several wooden bridges for the Cincinnati & Eastern 


road. 

A Topeka (Kan.) : 
on the Atchison, To; & Santa Fe, in that city, of thenew 
bridge lately designed and erected by C. Shaler Chief 
Engineer of the Baltimore Bridge 
span of the Kansas River bridge. 
engines, Nos. 19, 21 and 46, being closely coupled § 
and all having an equal bearing on the one span of 150 feet. 
The test was oo — rvision of J. D. Burr 

rintendent of Bridges, i eee 
Meade W. C. Ellis and Charles ee were as 
lows: Greatest deflection in centre panel, 0.100, and each 
ternate panel, 0.082 and 0.085. 


Notes. 

The signal tower at the junction of the main line 
simas freight branch of the Pennsylvania 
middle of the Bergen cut, in a most 
Nevertheless the operators there have laid out 
angular spot around the tower with great care 


r says that tests were recently made 


Com , over the centre | 
The pest consisted of 


me so far that several of the leading agitators have been 
ismissed from the com 
called upon to agree with the new system. At this point the 
dispute stands for the present, neither side showing any signs 
of a compromise.” 


Experience with Rails in Belgium. 

The greatest of the private railroad companies of Belgium 
the ‘‘ Belgium Grand Central,” in its annual report for 1877 

ublishes some statistical tables showing, for the period from 

865 to the end of 1876, the number of rails removed from 
the track, of those deteriorated but not removed from the 
track, removed and deteriorated, the number of remaining 
in the track uninjured, both of iron and steel. From these 
tables it appears that all the iron rails used before 1873 are 
of bad quality, except those laid in 1867, 1869 and 1870 ; 
these latter are hammered rails. 

Of the rails laid since 1873, the quantity removed is insig- 


the | nificant; this is because for the past few years the man 


ment of the Grand Central makes sure of the quality of the 


guarantees under this head. 

The quantity of rails in the track on the last of January, 
1878, was 37,000 tons of iron, and 3,385 tons of steel rails, 
and to maintain this track since 1865 has required 55,000 
tons of iron, and 3,388 of steel rails. Thus already 18,000 
tons of iron rails have been renewed, and only three tons of 
steel. 

The greater part of the iron rails renewed are of those de- 
livered in the years 1865, 1866, 1868 and 1871, which have 
been the worst, for of the 18,000 tons of iron rails removed, 
12,600 were of the rails laid during these years. There have 
been broken 97 rails in all—94 of iron and three of steel. 
Comparing these figures with the whole number of rails of 
each kind in the tracks, we find that 0.04 per cent. of the to- 
tal number of iron rails have been broken, and 0.02 per 
cent. of the total number of steel rails; that is, the number 
broken is in the proportion of one steel to two iron rails; and 
68.04 per cent. of the breakages have been at the fish bolt 
holes. 

In 1876, the average price of new steel rails was about $55 
per ton, and that of new iron rails about $37.25. How far 
are we from these prices now / 


Works in Chattanooga. 
The Engineering News gives an account of the various 
i ete a in pe: te and among them the 
following: ; ’ 
Roane Iron bole ege ey | . ™. largest industry in 
Chattanooga. Capita ,000,000. ey man pig- 
iron, iron and neal rail. The directors are W. P. Rathburn, 
H. 8. Chamberlain, D. E. Xen Wheeler and 8. M. 
Winchester, of Chattan: : 
| love, Cleveland, O.; W. O. Rockwood, Indianapolis; A. 
| Forsyth, Greensburg, Ind.; D. M. Key, Washington, D. C.; 
‘Abram 8. Hewitt, New York. The officers are W. P- 
Rathburn, President; H. 8. Chamberlain, Vice-President 


ge ty 

whic ve a 

i nmoamy ge "| Be feet stack, 

; No. 2 furnace, stac bosh. These 
‘li engines, one of the make of Green- 





en, which presents an attractive contrast to the 


int of their own, which is not | 
ey assert that ‘the unnecessary 
delays’ are not caused by themselves, but by the congestion | 
Furnace, in the | of the traffic and by the bernie | 
| Accordingly they have presen 


de service, and the others are | 


rails and purchases only of works which offer sufficient | 


ey Baldwin and M. we & 


825 


about 600 workmen are employed. 
furnished rails duri the past year to the Texas & 
Pacific Railway, Little Rock & Fort Smith Railroad, 
Memphis & Little Rock Railroad, Memphis & Charleston 
Railroad, Chicago, St. Louis & New Orleans Railroad, Mo- 
bile & Ohio Railroad, Alabama Great Southern Railroad, 
Mobile & Montgomery Railroad, Western Railroad of Ala- 
bama, Alabama Central Railroad, Montgomery & Eufaula 
Railroad, Southwestern Railroad of Georgia, Georgia Cen- 
tral Railroad, Selma, Rome & Dalton Railroad, Duck River 
Valley Railroad, Natchez, Jackson & Columbus Railroad, 
East Tennessee, Virginia & Georgia Railroad, Nashville & 
Chattanooga Railroad, and others in the country. The rails 
manufactured by them they guarantee equal in every re- 
spect toany in the market. For the past two years they 
have been making all their rails by what is known as the 
reheating process. 

Vulcan Iron & Nail Works.—The owners of these works 
are Messrs. J. C. Haselton and W. H. Harrison. Mr. F. 1. 
Stone is General Manager. The works were put into opera- 
tion in July, 1877. Since then the demand for their mer- 
chant bar iron, nails, spikes, light T rails, etc., has been such 
that it has necessitated the running of the works upon double 
time. The total capacity is 36 tons of finished iron and nails 
per 24 hours. Twenty-six nail machines are kept constantly 
running, the product of which amounts to from 200 to 250 
kegs per day. There are eight single and one double furnace, 
five heating furnaces and six engines, from 6 to 125 horse 
power. There are employed in the various branches of the 
works about 500 men. The pig iron used is purchased in 
Chattanooga. 

The Wason Cos & Foundry Company.—The shops of th's 
company are situated in the Fifth Ward, corner of Front 
and railroad crossing. The works are very extensive, the 
shops—five large brick buildings—are well designed for their 

urpose, and fitted up with the most improved machinery. 
heir favorable location to secure all requisite materials, and 
their thorough equipment, afford this company every facil- 
ity for the manutacture of railroad cars and all kinds of car 
and locomotive wheels. The works have a capacity of four 
freight cars and 50 wheels per day. A large number of men 
are employed in the covers! shops. The works are controlled 
by men of experience who founded and _ successfully con- 
ducted similar enterprises in the East and West. The com- 
pany was organized in 1873 with a capital stock of $200,- 
. The board of directors are: Charles Wason and 8, M. 
Carpenter, Cleveland, O.; H. 8. Chamberlain, H. C. Evans, 
and W. H. Parker, of Chattanooga, Tenn. The officers are: 
Charles Wason, President; W. H. Parker, Vice President and 
Superintendent; F. F. Morrill, Secretary and Treasurer. 

Tennessee Iron & Steel Company.—This company was 
organized June 8, 1877. The capital stock is $35,000. The 
products are bar iron, light T rails and fish plates. The ca- 
pacity, at present, is 3,000 tons per annum. Officers: L. 
Scofield, President and Manager; J. A. Austin, Agent; L. 
Scofield, Jr., Treasurer. Board of Directors: L. Scofield, J. 
W. McCrath, Major Thomas U’Connor, L. Scofield, Jr., J. 
A. Austin. 


Old-Time Railroading. 


‘There ain’t as much fun railroading as there used to be 
in the old time,” plaintively remarked a ‘‘ veteran” of thirty 
years (not experience, but age) toa News reporter a few days 
ago. ‘The only chance a fellow has now to exercise his in- 

nuity is in getting rid of worthless cars that have cum- 

red the yards until you're tired of seeing them.” 

‘“‘How do you get them?” inquired the reporter, “and 
why don’t you send them back ?” 

“Well, you see,” said the veteran, ‘“ sometimes they belon, 
to a firm or company, and you don’t know where to cond 
them. The names of the firm owners are not down in any 

ide, and the road that furnish them to you refuses to take 
them back. The only way to do is to try and rush them off 
with a train of cars to a connecting road. It takes sharp 
work, though. I remember we had one laying in our yard 
for weeks, and I couldn’t get rid of it. It always turned up 
again like a bad penny. Finally one night I sent it over the 
road to another yard, and the yardmaster being absent, his 
‘sub’ receipted for it. A night or two after that I laid off 
for some reason, and when I went to work the next night 
maybe I wasn’t mad enough to see the old box standing in 
the yard again. My ‘sub’ had taken it back in my absence 
and receipted for it—and there I was, unable to help myself. 

“Then again we receive cars from some roads that are in 
a bad fix, the initials almost if not entirely erased, and it is 
hard to tell where they belong. Several years ago a road in 
Western Pennsylvania found itself running short of rolling 
stock. So the perce ed turned a lot of these stray cars 
into the shop, repai and re-lettered them, and laid in a 
good supply of cars at small expense. But that’s risky. The 
owner, after apparently abandoning the property is apt to 
turn up, as he and make it mighty u.+ 
pleasant. 

“The most fun railroad men ever had in this town was at 
the time the Indianapolis & St. Louis Railroad opened out for 
through business ; that’s eight years ago (the 11th inst.) 
There were only two sleeping cars on the road between Indi- 
anapolis and St. Louis—two old Sanderson cars—and some- 
how the I. & St. L. fellows got hold of both of them. Night 
came, and the Vandalia had no sleeper. The officers went to 
the yardmaster, and asked him if he couldn’t help them out. 
He'd try, he said. Two or three of his men went up to the I. 
& St. L. yards an hour or two before train time, and 
induced men there to go off to a neighboring 
saloon and have a_ social glass). When the Van- 
dalia yardmaster thought the right time had come he orders 
out an engine, ties down the bell and slips up to the L. & St. 
L. yards, tackles on the sleeper and nearly down to the 
Union tracks before the theft was discovered. Thee e 
was stopped, but the fellows hung to the sleeper and it finall 
went out on the Vandalia. Two nights after the lL & St. 
L. folks more than goteven. They run their engine up in 
the depot from the east end, hooked on to the sleeper and 
made a number of Vandalia passengers get out of the car. 
It was then attached to the I. & St. L. train and went out. 
After that the Vandalia folks protected the rear of their 
trains by a pony engine, so as to prevent their rivals from 
stealing the sleeping-cars. Under the sleeping-car contract, 
either or both roads had the right to use them, and they be- 
longed, for the night, to the train-men who took the best care 
of them. This lasted about a fortnight, and then anew con- 
tract caused a cessation of hostilities. O, no,” mournfully 
sighed the narrator, ‘‘Them good old times won't come 
_ any more,” and he sadly moved away.—Jndianapolis 
svews, 


These mills have 


a 


id in that case, 


, Quick Work with a Pay Train. 


Mr. Fred Wright, Paymaster on the Eastern Division of 
the Erie, filling vacancy occasioned by the illness of Mr. 
White, is probably the most rapid ~~ ema purser who 
anes om had oa of br ee . a a 

r. Wright left Jersey City esday morning, i 
branches, with the ex: of the Warwick easeh, andl dis- 
| bursing $45,000, traveling 273 miles, making 150 stops, and 
| arriving at Port Jervisat 7 the same evening. An important 
| feature of Mr. Wright’s system is that of paying men of any 
department of the road who may mt themselves, mak- 
ing no distinction between the b: man and the engineer, 
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the trackman or the conductor, but all are handed their | 
money on application. While the men are signing their 
names to the pay-roll their money is being counted for them, 
and is always ready. 

The car was drawn by engine No. 359, John Hopper, en- | 
i ineer, and was under orders of Alfred Bemrose, conductor. 
All freight and coal trains were ordered to be on the lookout, 
and by no means to delay its passage.—Port Jervis Gazette, 
June 20. 
A Small Locomotive. 


Among the locomotives at the Paris Exposition is one by 
Black, Hawthorne & Co., of England, with cylinders of 5 
in. diameter and 10 in. stroke, made for a 3-ft. gauge track. 
Its weight only about 7,300 lbs., and it is said that it will run 
around curves of 20 ft. radius. It is a tank engine with four 
wheels coupled. 


Engineers’ Chances in Brazil. 

An American engineer who has had extended experience | 
in this country and on the west coast of South America and 
for nearly a year has been traveling in Brazil, writes to us | 
from Rio de Janeiro: ‘‘ Should you be inquired of as to the | 
prospects for employment here, either in construction or op- | 
eration of public works, you can say with certainty that this | 
is the best uy fie stay away from—that I know of, ex- 
cept it may be Alaska or Patagonia.” 


Steam Street Cars. 


Porter, Bell & Co., of Pittsburgh, are about to put some | 
of their steam motors in use on one of the street lines in that | 
city, permission to make the trial having been secured | 
‘from the city. The engines are separate from the car and 
are similar to some built by the same firm, which are now 
in use in New Orleans. 


Creosoting Wood. 


| 

An exchange says: ‘‘ Blythe’s idea of preserving wood with | 
creosote-saturated steam has been very successfully carried 
out. The _— is very simple and efficient. The + meen 
consists of a high-pressure steam boiler; another boiler con- 
taining the creosote with a vat filled with creosote to supply 
it by means of a pump; sheet-iron cylinders where the pieces 
of timber are injocted, and a system of tubing wagereage | the 
boilers and the cylinders. The steam opens the pores of the 
wood, and the creosote is left deposi in the cells. When 
the wood comes out it is very pliable, and can be been into 
any desired shape; but it soon hardens and becomes very 

rigid. Wood thus treate1 very effectually resists the deteri- | 

orating influenc of moisture and of various insects and | 

worms.” | 


OLD AND NEW ROADS. 


Annapolis & Eltkridge.—The Baltimore Circuit Court, 
in the suit brought to enjoin the trustees from selling this 
road under foreclosure, has decided that it has no jurisdic- 
tion to grant the injunction, the application for which should 
have been made to the Circuit urt for Anne Arundel 
County. The Court also decides that the trustees have no 
legal right to sell the road in Baltimore, as the sale should 
take place in Anne Arundel County, where the property is. 





setting forth that it is necessary to discharge some 800 of 
the employés of that road; that there is a considerable sum 
due them as wages, some of the men not having been paid 
for the month of December last, when Wm. L. Bancroft was 
Receiver. He asked authority to issue certificates upon 
which money can be raised to pay back wages now due. e 
Court granted the petition and ordered the certificates to 
issue.” 

Denver & Rio Grande.—The following figures for May 


| and the five months ending May 31, are from the report of 


Treasurer Weitbrec: 





May. Five months. 

ES sO ndnatdueeseutates ..... $61,137.94 $245,647.97 
Passengers, mails and express. . . 25,614.37 100,401.24 

| SS RE I Ee 253.52 1,220.52 
re score . $87,005.83 $347,269.73 
se oni alan 49,558.61 218,814.79 





Net earnings.... .$37,447.22 $128,454.94 
Earnings per mile en 286.20 1,142.33 
Per cent. of expenses....... 56.95 63.06 


The earnings in May from mails and other Government 
business, were $2,654.44. As compared with May, 1877, 
there was an increase of $18,953.22, or 27.8 per cent. in 
gross, and of $1,716.14, or 4.8 per cent., in net earnings. 


Denver, South Park & Pacific.—Track is reported 
laid to Pine Grove, Col., 43 miles southwest from Denver, 
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restrain the companies from rescinding the contract and to 
enforce their rights under it: 

“Vice-Chancellor Bacon held that the plaintiffs, the con- 
tractors, were right, and that they had not broken the con- 
tract by refusing to go on with the railway until they were 
certain that payments would be made as the work —— 
ed. There must be a decree for an injunction and damages 
as prayed by the plaintiffs.” 

Malone & Belmont.—The owners of the Chateaugay 
Iron Works, in Franklin County, N. Y., have offered to build 
a railroad from the Ogdensburg & Lake Champlain, at Ma- 
lone, N. Y., southeast to Belmont, provided the town of 


Malone will contribute $50,000. The distance is about 12 
miles. 


Massachusetts Central.—The towns on this line are 
debating the question of surrendering a part of their stock 
to secure the completion of the road, as ag mor by 
the company. The general opinion seems to that it is 
better to give it up, but there is very little confidence in the 
management, and probably in most cases some . tener 
will be asked. A large part of the stock is held by the 
towns, and they have thus far received no return for the 
money invested. 


Montclair & Greenwood Lake.—It is said that the 


| committee lately appointed has prepared a plan of reorgani- 


and 27 miles beyond the old terminus at Morrison. The 16) 


miles to Morrison were built several years ago, but nothing 
was done on the extension until recently, when a new con- 
struction company was organized to build the road to Fair- 
play. 


| from Jersey Cit 


Fort Dodge & Fort Ridgely.—Trains are now run- | 


ning to the end of the track, 16 miles north of Fort Dodge, 
Ia., and freight and stock are received. 
ing on the extension of the line. 


Galena & Southern Wisconsin.—The equipment of 
this road was attached last week at Galena, IIl., on a judg- 
ment given on notes for some $4,000 held by Wm. a 
Blewitt, formerly Superintendent. It is said that the bond- 
—" are making arrangements to take possession of the 
r 


Grand Rapids & Indiana.—This company reports land 
sales amounting to $40,088 for May and $279, 
five months ending May 31, against $14,758 for May and 
$82,089 for the five months in 1877. 


Hannibal & St. Joseph.—The Commercial and Fi- 
nancial Chronicle says: “‘ This company last year created 
| $1,500,000 of third-mortgage sinking-fund bonds, which 
| were used only as collateral for loans. The company has 
| finally canceled the entire issue, which was burned and de- 
| Stroyed in presence of a committee representing the railroad 
| company and the Union Trust Company. Of the bonds se- 
| cured upon the land contracts, the third lot of $25,000 since 
| January has been drawn for redemption and cancellation. 
| The whole amount of these authorized was $1,000,000, and 
| the officers of the railroad company state that $350,000 of 
| the bonds have been sold at 95 and accrued interest, and 


Work is progress- | 


zation providing for the sale of the property and the organi- 
zation of a new company, to be known as the Albany Air 
Line, which is to extend the road from Cooper, N. J., its 
present terminus, to Montgomery, N. Y. From that point 
the Wallkill Valley road is to be used to Kingston, 102 miles 

y, and an extension of 50 miles built up the 
west side of the Hudson to Albany. The new company is to 
issue $1,500,000 stock to replace its present obligations, and 
$2,000,000 bonds for the purpose of building the extensions. 
The report will soon be submitted to the bondholders. 


Neches.—This road is reported in operation from a point 


| on the Neches River, 20 miles above Beaumont, Tex., a dis- 


tance of eight miles into the woods. It is of a temporary 
character, built to carry lumber down to the river, and is to 
be extended as its business requires. 


Northern Pacific.—The St. Paul Pioneer-Press of June 


| 23 says: ‘Gen. Rosser, accompanied by a surveying party, 


for the | 
| from Sauk 


will start for Fargo to-morrow morning under instructions 
to at once survey and locate a line between Fargo and Pem- 
bina, having done which, he will return and locate a route 
pids to Minneapolis, on the west side of the 


| river. 


Baltimore & Delta.—This company has concluded an | that the company has paid off a floating debt of $300,000.” | 


Indianapolis, Cincinnati & Lafayette.—Receiver In- 


agreement of consolidation with the Baltimore, Hampden & 
galls reports as follows for May: 


Towsontown, and stockholders’ meetings are to be called to 


| through business caused by the washing out o 


ratify it. The Baltimore & Delta is building a line from | i " o—*, 
Baltimore to Delta, Pa., and the other company owns several Ponetaes pose diesen Bays 
miles of graded road-bed and the right of way into Balti-| ate ae aa page ey Le Sa ee spainaiieiescilindks 4 
more. | Total..... cinlsy a ¥ Svabblewan wie Raed Bieter eeka al $190,957.53 
was held | Disbursements. ..... . 186,317.93 | 


Billerica & Bedford,—A special town ae 


in Billerica, Mass., last week, to see if the town would advance | 


Balance, Junel..... 


Soahrent aie — s ‘000 bein _ we or | The disbursements included $45,795 for interest and loans 
at the meeting that it was doubtful whether the town had | Paid; the receipts $50,000 from temporary loans. 


| Kankakee & Southwestern,—Surveys have been be- 
The matter was | gun for this line, which is to be a branch of the Illinois Cen- 

| tral from Kankakee, IIl., southwest to Chatsworth, about 35 
| miles. A considerable amount has already been subscribed 
pe the line, and in many places the right of way is 
offered. 


power to spend the money; also that it was doubtful whether 
a good title to the road could be secured. 
then referred to a committee to investigate. 


Burlington, Cedar Rapids & Northern.—lowa 
papers report that this ———- has concluded a contract 
with the Chi , Burlington Quincy, by which all its | 
through eastern business is to_be turned over to that roadat| Lake Erie & Louisville.—Track has been laid this 
Burlington, and the Toledo, Peoria & Warsaw is to be ex-| month on six ntiles of the new extension from St. Mary’s, O., 
cluded as far as possible. | westward. It was to be completed to Celina, 11 miles, by 


Burlington & Northwestern.—At the annual meeting | 

of the company in er Ia., June 21, President Hedge | 

-reported that the amount of stock subscriptions collected in | 
cash and its equivalent was $130,145.52, and in notes | 

$4,923.40. About $20,000 subscribed has not been col-| 

lected. The company owes $65,000, of which $63,800 is in | 


line. 
Louisville & Nashville.—This company’s report for 


is as follows: 





notes payable bearing interest. An effort to sell bonds had | Gross earnings................. eson sha.eo ee eth 
not been successful. The earnings for the year ending May | Expenses........... . 257,607.54 3,020,262.74 


81 were: 





Gross earnings ($853 per mile).................0..000es $15,527.90 

Expenses (74.77 per Cemt.)..........cecccceeeeeeeeeeenes 11,610.75 } 
Net earnings ($218 per mile).................-.... $3,917.15 

ee ee errr 4,155.75 
Ratha. <akeioidies conmumanada bah aalaateld sali $238.60 


The Burlington, Cedar Rapids & Northwestern had re- 
duced the rental charge more than half on representations 
made by the company. The company owns a line of 3-ft. 
gauge 18 miles long, from Winfield, la., to Mediapolis, and 
its trains run from Mediapolis to Burlingto , 16 miles, on 
the Cedar Rapids track, a third rail being laid. 

Canada Central Extension.—Work on this line is to 
be pushed. It is to extend from the terminus of the Canada 
Central at Pembroke, Ont., westward to Lake Nipissing, 
about 120 miles. It is to connect with the Canadian Pacific 
and is intended to be the chief eastern outlet of that road, 
when it is finished. 

Central, of New Jersey.—The agresment which float- 
ing debt creditors are asked by the Receiver to sign is as 
follows : 

* That we will accept, in full payment and satisfaction of 


all sums severally due to us, income bonds of the said com- | 


pany of the issue described in the agreemont for the equitable 
adjustment of the affairs thereof, dated Feb. 23, 1878, 
equivalent at par to the amount of said sums, and to be de- 
livered on the first day of July, 1878. 

“Or 50 ~ cent. of said sums in cash, payable in three 
equal installments, at six, nine and twelve months from said 
day, during which —— the time for payment of said sums 
is extended ; provided, however, that in the latter case our 
option to take such obligations in lieu of bonds shall be noti- 
fied to said Receiver in writing before said day. 

‘On receipt of payment as aforesaid, we will surrender 
all evidences of indebtedness held by us representing the 
said sums due to us. 

‘This agreement shall be void upon failure of said Re- 
ceiver, upon demand, to deliver said bonds or pay said in- 
stallments within ten days after the time hereinbefore 


limited.” 

Chicago & Lake Huron.—The Detroit Post and 
Tribune of June 22 says: “C. B, Peck, Receiver of this road, 
presented a petition in the United States Court yesterday 

a 


| Net earnings $135,392.46 2,090,787.92 
Per cent. of expenses........... 65.55 59.09 
_ As compared with the previous year there is, for May an 
increase of $8,058.43, or 2.2 per cent. in gross, and of 
| $16,141.49, or 13.5 per cent. in net earnings; for the eleven 


$4,639.60 | 


July 1, and is to be extended at once to the Indiana State | 


‘““Gen. Rosser states that the board of directors are to meet 
at St. Paul on July 10, at which time he expects to report 
the result of the above survevs, and he believes that both 
lines will be put under contract at once, and completed at 
the earliest moment possible. The line between Fargo and 
Pembina will unite the Northern Pacific and Canada Pacific, 
while the extension of the Brainerd Branch from Sauk 
Rapids to Minneapolis, on the west side of the river, will 
largely benefit the rich agricultural country through which 
it passes, and will render the Northern Pacific independent of 
the St. Paul & Pacific.” 


Petersburg.—Receiver Pegram reports that the net 
earnings of this road for the year ending April 30 were 
$87,145.02, or $1,383 per mile, pee spacer | the loss of 

the bridge 
over the Roanoke, which occurred at the time when business 
is heaviest. 


Philadelphia & Reading.—This company’s report for 
7 and the six months of its fiscal year ending May 31, is 
as follows: 





















May: ——--Six months—— — 
Gross receipts: 1878. 1877. 1878. 1877. 
Railroad traffic....... $1,101,497 $1,151,795 $4,963,695 $5,352,556 
| Canal traffic.......... 124,997 152,643 201,391 290,741 
Steam colliers........ 51,291 65,596 275,680 352,447 
Richmond barges... . 8,230 17,294 35,006 44.544 
Total R. R. Co..$1,286,015 $1.387.328 $5,475,772 $6,040,288 
Coal & Iron Co..... .. 683,695 1,051,409 2,961,692 3,772,628 
er $1,969,710 $2,438,737 $8,437,464 $9,812,916 
Traffic: 
Passengers. ........ -.. 623,205 582,155 2,978,331 3,104,986 
| Tons freight... . 287,803 287447 1,572,072 1,480,265 
Tone coal......... .. 613,614 77,7 2,204,007 2,943,982 
Tons coal on colliers. 60,999 267,606 266.413 
Tons coal mined: 
Coal & Iron Co........ 240.057 380,714 1,043,810 1,388.418 
f Mca cwchioneccesce 103,052 164,926 398,532 569,753 
Wetec in dens 343,109 545,640 1,442,342 -1,958,171 


May and the eleven months of its fiscal year ending May 31 | 


| months an increase of $309,308.20, or 6.4 per cent. in gross, | 


and of $258,089.49, or 14.1 per cent. in net earnings. 


Madeira & Mamore.—It will be remembered that this | 


South American road, which the Messrs. Collins, of Phila- 
delphia, are now constructing, was formerly under contract 


to an English firm, and that they still made claims against | 


the enterprise. The following isa report of a decision in the 
case (Reed vs. Madeira & Mamore Railway Company) made 
by Vice-Chancellor Sir James Bacon: 

“The National Bolivian Navigation C »mpany was formed 
for opening communication with the Republic of Bolivia by 
way of the river Amazon and its tributaries in South 
America, and the Madeira & Mamore Railway Company is a 
company formed in connection with that scheme for con- 
structing a railway round the rapids of the river Madeira, 
a tributary of the Amazon, in the empire of Brazil, to the 
river Mamore. In September, 1873, these companies made 
an agreement withcontractors for the making of this rail- 
| way, by which the contractors were to look for payment out 

ofa fund in the hands of trustees, now amounting to about 
| £700,000, which was at the disposal of the Navigation Com- 
| pany, subject to certain claims of the Bolivian bondholders 
and the Bolivian Government. By this agreement the com- 
panies undertook to pay to the contractors for preliminary 
surveys, but no further work was to be done by the contract- 
| ors until they received notice from the railway company that 
| the above-mentioned funds were free for the service of their 
| contract, and the companies were to use their best endeavors to 
obtain from the trustees of the fund an engagement in writ- 
ing to hold the funds for securing the rights of the contract- 
ors under the contract. The claims of the Bolivian Govern- 
|ment and Bolivian bondholders were afterward litigated, 
and their claims were dismissed by a decree of the Master of 
| the Rolls in November, 1876. The question in this action 
| was whether the decree, of which the contractors had 
| notice, amounted to a notice that the funds were free for the 
| service of the contract. The companies claimed the 


| panies i that 
| contractors must go on with their works or else rescind the 
is action was instituted by the contractors to 


| contract; this 





The earnings of the railroad company show a decrease of 
$101,318, or 7.3 per cent. for the month, and $564,516, or 
9.3 per cent. for the six months. 


Pittsburgh, Cincinnati & St. Louis.—This compa- 
— statement for the five months ending with May is as fol- 
ows: 


ee RN 6 25555 Shh CS Wide Sa $1,301,450 

Expenses (63.54 per cent.).........-....-- cigbeasininianad 827,014 
I a nals, cn dicteeovnsigors ahJass 43590 gahuen $474,436 

Interest on bonds, five months.......... ...-.------+206 279,07! 
REE Se epee siunenht ddguteandee sae $195,357 


Gross earnings include interest received on equipment; ex- 
penses include interest on car-trust cars and rental of Monon- 
gahela Extension. 


Pennsylvania.—This company’s statement for May 
shows for all lines east of Pittsburgh and Erie, as compared 
with May, 1877: 


A decrease in gross earnings of ........... 2... -..6- cece eeu 005 
A decrease in expenses Of... .... 2.2.0... 0-02 e cece eee eee eee 64,032 
i, SE So re ce! $15,973 


For the five months ending May 31 there was, as compared 
with the same period in 1877: 


An increase in gross earnings of...................... .....§$181,518 
A QereORNe BH GR POMBON OE... ow one cee licens 363,976 
Net increase........ saints sae Lowell thlice een $545,494 


All lines west cf Pittsburgh and Erie for the five months 
of 1878 show a deficiency in meeting all liabilities of $250,- 
441, being a gain over the same period in 1877 of $216,525. 


Port Royal.—The first mortgage bondholders met at 
the office of the Union Trust Company, Trustee, in New 
York, June 22, to decide what disposition shall be made of 
the road, bought in by the trustee at foreclosure sale. 
There was some discussion, but no definite action was taken. 

An adjourned meeting was held June 24, at which $2,200,- 
000 out of $2,500,000 bonds were represented. It was re- 
solved to organize a new company, to be known as the Port 
Royal & Au Railroad Company. This new corporation 
is to issue $750,000 stock and $1,750,000 new 6 cent. 
bonds, of which $250,000 are to have a first lien on prop: 
erty and are to be sold to eee the 
road in order and provide equipment. The remaining 
$1,500, bonds are to be income bonds, having the interest 
payable only wien earned; they and the $750, stock are 
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to be distributed pro rata among the old bondholders. A | special 
committee was appointed to carry out the details of the re- | be an aj 
organization. 


_ Prospect Park & Coney Island.—The controlling 
interest in this Brooklyn suburban road was offered for sale 
at auction in New York, June 25, the shares put up being 
the property of Andrew R. Culver, President of the com- 
pany, who —_- to retire. There = raat — — (the 
whole number issued being 5,000) e an were : * 
bought in four lots by Donald McKay, at 50, 40, 833 and D'S, [antl UPOn Tee a etter: the State hac alreatiy prom- 
25 per cent. of their par value. They are reported to have jaud to railroad companies, under existing charters, upward 
been bought in for Mr. Culver. of 128,000,000 of acres, which the records of the State land 
St. Louis, Alton & Terre Haute.—The following is office show to be about four times as much as there is left o 
the clause in the lease of this company’s road which limits the the public domain of the State that can be so acquired. As 
liabilities of the lessees: a matter of fact, I believe it is rally admit- 
‘* Provided, nevertheless, that all the obligations of the par- ted that of the public domain, nearly all of the cultural 
ties of the first, second and third parts hereto, created or in- and timber lands have been already taken up, so that future 
tended to be created hereby, s be several and not joint, acquired certificates must necessarily be located on mineral 
and as to each of them for the equal third part of any and or grazing lands, and no railway company can afford to lo- 
all damages which may arise from any default of said cate mineral or grazing lands with alternate certificates, 
Indianapolis & St. Louis Railroad Company, its successors or costing as it does about $30,000 in cash for each thousand 
assigns, in the premises, or for any breach of this agreement certificates located, as it would be impossible to dispose of 
by the said parties of the first, second or third parts.” such lands within the time fixed by law for their alienation— 
e , that is, in eight, twelve, sixteen and twenty years from the 
St. Louis, Iron Mountain & Southern.—The suit of date the certificates are issued. It is not atall probable that 
the Union Trust Company against this company in the United | sufficient sales of such lands could be made to reimburse th 
States Circuit Court was finally submitted on briefs and company for its expenditures in locating and surveying such 
printed arguments of counsel at St. Louis last week. The jands, and for the ten dollars per section paid into 
case was formally argued before Judges Dillon and Treat in treasury, and for State and municipal taxes it would be re- 
March last, but further time till June 15 was wee “y Par quired to pay.” 
ies to prepare briefs and submit authorities. e is for Waste Pactiic.— Tile coumpenee hes dectiel ts 


the foreclosure of the consolidated mortgage and the sale of 
No decision will be rendered until the next term, July quarterly 


the road. 
inni i yi ing this action is as follows : 
beginning on the third Monday in September next. ng myn ty oy 


St. Paul & Sioux City.—This company’s report for May States Government for transportation services, amounting 
and the five months ending May 31 is as follows: to about $3,000,000 (for neariy half of which judgment has 


islation, and does not desire any; and it will not 
icant before the State Legislature for any exten- 
sion of its chartered rights. 

“Admitting that the 20 sections it of land and the re- 
servation has or will soon lapse, the compromise act of 
May 2, 1873, the company has an equal right with all other 
companies to come in under the general law and uire 16 
sections of land for each mile of road it shall hereafter con- 
struct, if, as is very doubtful, the State has sufficient availa- 


dividend. A circular to stockholders explain- 





May. Five months. been recovered, and in the opinion of our counsel ju 
Shean tuaetion Es ee $58,044.65 $237,819.71 for the residue will soon be obtained), are withheld by the 
EXPemses........- 6... --20-0e0eeeeeeeeeees 31,996.54 145,078.16 Government on the ground of its unsettled claim of 5 per 
. , > 47 =, cent. of the net earnings of the company. 

I hm whitetail ante Dee Adan i Se — — “ The — on which such claim rests, as well as the 

wt ie?) a nda —_______. amount thereof, are in litigation, and cannot be determined 

I i w5 ws cninhinninin + 5y-0isenbieeps iene $93,301.55 | until the final judgment of the Supreme Court of the United 

Taxes, insurance, interest......... ..... $13,109.97 States has been obtained, which decision it is hoped can be 
Cash dividend, preferred stock.......... 61,725.91 


74,835.88 speedily had. 

Surplus $18,465.67 

For the five months there was an increase of 42.6 per cent. 
in gross, and 196.2 per cent. in net earni 





plexing questions as to the policy and the legal rights of the 
company. 

ngs. 7 tn this attitude of affairs, that the action of the com: 
_ The Land Department reports, for the five months, sales of may be cautious and conservative, it is deemed wise by the 
60,157.27 acres for $412,094.62, an average of $6.85 per Executive Committee that the usual quarterly dividend of 
acre. The receipts were $211,183.91 in land stock, July 1 be passed.” 

$154,289.40 in contract notes, and $46,621.31 in cash. The y ; : 

land stock outstanding is $1,881,422.54, against which there Utah Southern.—Refe 

are held $578,577.46 in land contract notes and 594,831.48 Gould and party to Salt Lake t 
acres of land. 


to the recent visit of Jay 
Herald of that city says: 
‘** We understand Mr. Gould has concluded to proceed with 


The towns on the line have voted $53,000 bonus in aid of | the Utah Southern 16 miles, which will take the road to | 


the proposed branch to Blue Earth City. The bonds are to Nephi. 

be deposited July 1, and grading will be commenced before | to 

Aug. 1. Fifteen miles of grading are to be finished by Nov.| Wrapash.—The United States Circuit Court in Chi ' 

1, 1878. | last week notified — that hs would be ———_ to -_ 
Sioux City & St. Paul.—This company’s report for 4 decision on the application for a receiver un une 27. 

May and the five months ending May 31 gives the following On that day also arguments were to be heard on the Hol- 

figures: brook application for a receiver for the St. Louis Division. 


The work will be commenced immediately, and is 
prosecuted vigorously until completed.” 





sasorre7  * gan1es.08 
ee eee es 077.97 182.05 
i eel 24,203.74 106/958.38 ANNUAL REPORTS. 
Net earnings...................-- $8,874.23 $42,223.67 — Chicago, Rock Island & Pacific. 
RINT 6 ons 8. ob. > st ts chaseeinat ae $577.00 | 





: ; ——e 
wa ca a ence cad nana eee eee 


Total ’ 
Rents, taxes, interest 


Miles 

Burplus. ... 2... seseeeeeseeeeeereeesereees EE oy kan = Seng et RRS RRR 500 

_ For the five months there was an increase of 63.7 per cent. | Peoris & Burean Vater, Burcay semoviie nt” 138-00 

ey and 338.5 per cent. in net earnings. Des Moines, Ia., to Indianola and Winterset............... 48.00 
he Land Department reports for the five months sales of 


Iowa Southern & Missouri Northern, Washington, Ia., to 
48,552. 15 acres for $274,285.88, an average of 6.32 .” h 


per Leavenworth, Kan........ Sa Fra RE ee 271.00 
acre. Receipts were $144,325.25 in bonds, 169.67 in ‘ —_—— 
contract notes, and $66,741.09 in cash. The land bonds now WON PRES Asch inact TRL 1,003.00 
outstanding amount to $1,824,659.15; assets, $110,660.61 Of this 637.25 miles are owned directly, and 365.75 are 
in contract notes and 367,255.43 acres of land. under se’ te o izations. The report for the year end- | 


The report of the Worthington & Sioux Falis Division is 


para 
ing March 31, 1878 differs from all 
as follows: 








the earni of the Iowa Southern & Northern (the 
ay. Five months. former Chi & Southwestern) are included, the 
Gann Geeieie: FS i56050 020 AG $10,018.51 $36,757.32 | for the same line being added to those of the previous year 
Ee eee eee ee er 881. 14,840.06 | also, where comparisons are made. | 4 caboose and 
: =>, The equipment consists of 230 engines; 12 sleeping, 73 pas- 
BG ORONARGE 9) 6.550000 Sinccseans $6,137.46 aa 4 senger, dining, 6 postal, 26 and express cars: i 
Rents vSceneues ww¥Sees WS ReeEE abnIy 50. 2.543 box, 654 k. 1,070 Dp pl 86 1 steel rails. 
To 


16,415.57 gravel, hand and other track cars. 





—— The company has a considerable land t in Iowa, from | 

Surplus ea vdwegestwsedewyensesesn ee. ecuneaeens $5,651.69 which last year 12,960 acres were for $108,663.48; 

The gross earnings showed an increase for the five months | swamp lands for $268.45. Interest receipts were $57,362.69. 
of 417.5 percent. In 1877 the expenses exceeded the earn- | Pa mts on contracts have reduced notes held from 
ings. $833,950.30 to $791,495.47. The company ee | 
Southern, of Long Island.—The bondholders’ com- paid t om 822,800 acres unsold; the sum of $180, a 


- - : to the Sinking Fund 
mittee has prepared a plan, which provides for the fore- : 

closure of the second and third mo and the to lands 
of the road by the bondholders, lea the first 
for $750,000 undisturbed. The new company is to 


Commissioners. The suits relating 
outside the 20-mile limit have been decided in favor 
of the company. - 


purchase 
ae: The general balance sheet is as follows: 
$900,000 


the Montauk Railroad Company and is to issue , Stock famed... ... 2.25... sees essece esses seecsees $20,979,800.00 
stock and make a new second mort for $1,100,000, giv Fractional scrip convertible into stock.............. : 

ing the present ape tape per cent. 0! ‘otal ($32,923 ile owned).............0.. $20,980,000.00 
their holdings in bonds and 40 per cent. in stock, and for the | Bonds ($13,080 per milo) 9,998,000.00 
third-mortgage bonds 40 per cent. in mew bonds and 60 per | Fractio ments convertible into bonds....... 100.00 


cent. in stock. Provision is made for the increase of 
stock to $2,000,000 for the purpose of 
proving the road. The plan also provides for a new lease 


the road to the Long Island, with a guarantee of the bonds, satis 

the rental = the first 10 yet. des —_ i = AMS Nod cb. 16525106: cscue cheek toed $39,997,766.61 
er , the percentage paid to at of Road and equipment................. 

each 10 years of the lease. The plan was submitted to a Cost of bridge at Rock Island........ 


meeting held June 25, and adopted after some discussion. , CaP’ 
The committee was instructed to carry it out, and to tak 
steps to remove the trustees if they declined to act. 


Spartanburg & Asheville.—Track is now laid to Pace’s 
Gap, 8. C., 39 miles north by west from Sartan 


bE 


Six per cent. bonds on hand......... 
i — on demand and cash 


| Due from Post Office De , 





oa: 


E 


: 4 - : U | Materials, fuel, etc., on Shen 290. 
nine miles beyond the late terminus at Tryon. Trains Cash and balances due in Chicago... 99,768.09 
to run to the new terminus June 21. 7 $39,997,766.61 | 
Texas & Pacific.—The Galveston News reports the fol- _ The 40,200 shares of stock remainmg in the have 
lowing among other statements made to a of been canceled. The bonded debt consists of $8,920,000 6 


tative 
the paper by Maj. Frank S. Bond, Vice- of this cent. 
company: ~ 4 mya 


bonds, $916,000 6 per cent. income 
mortgage bonds. 
“There will probably be no extension of our line until port says : 


7 per cent. 


| 


$162, 


after Congress shall act on our bill, 10or15miles from “By referring to page 14 of the last annual report, it will 
Sherman west (part of the Sherman & Worth Division) be seen-that reference was made to a plan for reducing the 
that we hope to have completed by September. About 10 | annual interest on the bonds of this a. This plan has 
miles of this part of the le is already graded. * * y carried out, and $8,838,0 of the bonds | 

“ The Texas & Pacific Company has a vested right, under drawing 7 per cent. interest have by the | 
e charters, to extend its road from Sherman to Fort oa = SS ane, | 
Worth and from Fort W west: to El Paso, with- $163,000 of the bonds of issue ; and as these 
out any limitation of time as to its It needs no bonds have y drawn for payment 


ie | 


State | 


pass its | 


“ The recent legislation of Congress has also led to some per- 


pany | 


revious ones, in that | 


$22,067.26 cars: 1 officers’, 1 paymaster’s and 3 repair cars, and 518) 





| sidered of doubtful value. 
The traffic for the year was as follows, 
Train mileage 1877-78 1876-77 Inc. or Dec. P.c. 
1,371,407 1,371,650 D. ae 
4,360,961 4,375,458 D. 14,497 0.3 
557,711 541,843 I. 15,868 2.9 
PS > RAS 5 eo cenb 079 6,288,951 I. 1,128 0.2 
| Passengers carried.. 1,557,559 ,593,998 D. 41,439 2.6 
Passenger mileage.. 62,098,473 68,659,516 D. 6,561,043 9.6 
Tons freight carried 1,768,118 1,688,343 I. 79,775 4.7 
Tonnage mil . . 357,258, 322,271,423 I. 34,987,663 10.9 
Av. train | 
ngers, No..... 45.25 50.50 D. 5.25 10.4 
Freight, tons. . 81.92 73.65 1. 8.27 11.2 
| The average mil per engine was 27,348 miles; per 
r car, 49, ; per car, 63,821, and per 
reight car, 15,435. The cost of engine service per mile was 
17.21 cents, a decrease of 1.01 cents from the preceding 
year. a 
— average receipt and cost per mile were as follows, in 
cents: 
Pe: urain mile: 1877-78. 1876-77. Inc. or. Dec. P.c. 
Receipts. passenger....... 154.000 165.000 D. 11.000 6.7 
ee 128.000 122.000 L. 6.000 4.9 
a ape rr 70.000 71.600 D. 1.600 2.2 
Cost of maintaining track 
and permilerun 13.320 12.700 IL. 0620 49 
Receipt per pass. per ile. 2.974 2.947 L. 0.027 09 
% r ton per mi 1.560 1.660 D, 0.100 60 
Cost per ton or per pas: 
OO GED, isthe ccceceste 1.010 1.110 D. 0.100 9.0 
The tonnage mileage of company’s freight, which is not 


through the sinking fund, and have ceased to draw interest, 
it is probable that they will soon be presented for bn eget 

“The total expense in — exchange for a bond 
drawing 6 per cent. interest has been borne by the sinking 
fund: and $4,950,000 of the total issue of $9,000,000 were pur- 
chased and paid off through that source—leaving $3,888,000 
which were voluntarily exchanged by their holders for the 
new bonds. The annual saving of interest to the company 
will be $90,000 from this source, the bonded debt of the 
eo remaining the same as per the last report. * * 

‘**The company sold to a Syndicate $3,128,000 of the 6 per 
cent. bonds at a premium, and also gave them the ht to 
exchange any of the income sinking fund 6 per cent. bonds, 
which are now included in the same mortgage, for the bonds 
of the new issue, upon their adjusting the difference of in- 
terest; and under this contract, $84,000 of the income bonds 
have been exchanged, and the income bonds cancelled and 
delivered to the United States Trust Company, in conformity 
to the provisions of the deed of trust. 

company have received from the Commissioners of 

the sinking fund, as stated, $4,950,000 of the sinking fund 
bonds, and credited their account with the par value of the 
same, charging them with $4,110,000 cash, which had been 
appropriated to the sinking fund, and paid to them at differ- 
ent periods during the year. They were also charged with the 
sum of $123,571.50, being the excess paid in premiums in 
making the exchange by the company over amount received 
| as premiums on the new bonds sold—the sinking fund 7 per 
cent. bonds containing a clause ener ay the right to pay 
| off all the bonds of that issue by paying 5 per cent. premium 
on the same; thus leaving a credit to the account of the Com- 
missioners of the sinking fund of $716,428.50, 4 part of 
the proceeds of bonds sold. In order to protect and increase 
| the naar ete of this company, it has been deemed advisable 
|to invest a considerable portion of this amount received 
| from the sinking fund in securities of connecting roads, 
| which has thus enabled the company to control business 
| which might otherwise have been diverted, and at the same 
| time promises to be fairly remunerative as an investment.” 
| The earnings for the year were as follows: 














| 1877-78. 1876-77. Ine. or Dec. P. ¢. 
Passengers . .. .$1,846,653.62 $2,023,604.74 D..$176,951.12 8.7 
ht.. . 5.575,733.43  5,353,779.10 I... 221,954.33 4.1 
(sere 150,763.20 163,970.36 D.. 13,207.16 8.1 
| Exprees........ 109,200.00 109,639.18 D.. 439.18 0.4 
| Rents. interest, 
1 @RO.... saves. SRACORS 161,645.93 D.. 27,219.75 16.8 
| Car mileage ... 71,004.56 34,951.30 I 36,053.26 103.0 
| Telegraph lines 8,089.27 6,976.21 1.. 1,113.06 15.9 
| Total... ..$7,895,870.26 $7,854,566.82 I.. $41,303.44 0.5 
| Working. ex- 
penses.... ... 4.137,113.25 4,256,601.13 D.. 119,487.88 2.8 
eee 247,400.75 248,601.08 D.. 1,200.33 0.5 
| Total... ..$4,384,514.00 $4,505,202.21 D..$120,688.21 2.7 
} —_— 
| Net earnings. ..$3,511,356.26 $3,349,564.61 I..$161,991.65 4.8 
| Gross earnings 
} rmile..... 7,872.25 7,831.07 I. 41.18 0.35 
Net earnings 
per mile..... 3,500.85 3,339.55 1.. 161.30 48 
Per cent. work- 
ing expenses 52.40 54.19 D.. 179 33 
Per cent. all 
expenses. ... 55.53 57.36 D.. 183 3.2 


The report says: ‘‘ The difference of one mill per ton per 
mile on all the freight hauled during the year amounts to 
| $357,259.08; or, in other words, if the average rate of the 
revious year could have been maintained, the increase of 
reight earnings would have been $357,259.08 greater, or 
nearly 1% per cent. dividend on the capital stock of the 
company. 
“It may not be out of place here to state that the Legisla- 
ture of the State of Iowa, at its last session, modified the law 
enacted in 1874, known as the ‘Granger Law,’ repealing the 


} 


- | section that prescribed fixed maximum rates for carrying 


freight; and while this change may not result in any ma- 
terial increase of revenue, it is gratifying as further evidence 
thata more liberal spirit is beginning to pervade the public 
sentiment of the West toward railroads and their m 
ment. No change in the compensation obtained for carrying 
the United States mails or express goods, since last year.” 
The amount charged for construction and equipment dur- 
ing the year was $167,283.91. Two new combination 
bridges were built, grades reduced between Grinnell and 
Kellogg, several cuts widened and trestles filled on the Iowa 
Division. A large amount of ballasting has been done, and 
5% miles new sidings built. The estimated cost of improve- 
ments for the current year, and of a short branch in Audu- 
bon County, Ia., to open up lands, is $600,000. One engine, 
50 flat cars were bought and two lathes for 
the repair shops. There were used in renewals 9,043 tons 
ils, 4, tons iron rails and 364,345 new ties. The 
ey now has pe miles of steel track. The road suf- 
fe last year unusually from storms and freshets, and two 
| serious accidents were caused by sudden wash-outs. 
The payments from net earnings were as follows : 


ION. Bild bike san hackidics iA idade abt $3,511,356.26 
| Interest on mortgage bonds........ ........ . 
“4 * income ws bttatde syahen, aft 57,780 
- “ Chi & Southwestern bonds. 350,000 


| Income bond sin! fund 000 
| Rental of Peoria & Bureau Valley Railroad. 125,000 
Four quarterly dividends, 2 per cent. each .1,678,384 
————_ 2,845,709.00 


$665,647.26 
ed with $514,371.54 Pacific 
42,777.45 other bonds, con- 


A al yc AR Ee RE 


| Profit and loss was cha 
Hotel bonds and stock, an 











328 THE RAILROAD GAZETTE. 


At the average rates the receipts on this would have been — — needed, oe to the ——— > a - — 
205,565.81. is, cars being now sent across the bridge an in 

’ The ave number of employés in service was 5,344, the longer. A new repair shop is also much needed. 

highest aunaber being 5,674 in May and the lowest 4,832 in | 

February. The average monthly pay-roll was $201,961.58. 

Taking the number employed in a Apne — is 
ear the yearly average were in genera’ ices, , 7 a p 

1.566 in the machinery and car departments, 12 in the sup-_ —_ no Tih be yy ogy a ng St. —_ = by 

7 », 762 in station service, 619 in train service, 2, OFEh across Jiinois to ine. indiana line near serre Mau ] 
ply office, u ’ 158.3 miles; it has 25.52 miles of sidings. It isleased to an 


my ong Tete arte pre te ae er | worked by the Terre Haute & Indianapolis, but the com- 


A 5 k ti rt for the y di t. 31. 
per cent. were employed in maintaining the road, 28.95 per | P&Z. oem es Pde: porte dg et aa oh og Ape ing = < 


cont. in maintaining the equipment, 14.08 per cent. in sta- | 1, > oage cars; 335 box, 121 stock, 82 platform, 239 coal and 
tion service, 11.44 per cent. in the movement of trains, and | )28848° cars; oop box, Iwi stock, Se Pp. , 
1.39 per cent. in general management, accounting ond the | 15 caboose cars; 2 wrecking, 1 tool and 50 gravel cars. 
distribution of supplies. : | The general account is as follows: 

The report says: “The board of directors, after carefully | stock ($24,814 per mile)........ ee tte $3,928,015.7 


St. Louis, Vandalia & Terre Haute. 





considering the question, have come to the conclusion that | Bonds ($28,403 per mile)..................-..-..-.-... 4,499,000.00 
the building of a short branch railway into 8 Hye 4 | Bills payable, coupons, balances due lessee.......... 192,242.45 
(where the company still have a large body of unsold lands) | a f ———_____ 
will be a good investment, ad to the value of the lands | bar bere per mile) Mecasarsanssxehereees Reh $8,619,258.15 
and increasing the revenue of road, by rendering this | a Ane . = we per entree ie 


section of Iowa more accessible and inviting tosettlers. They | ponds and cash a 3'366.27 


eevccces eck asedves « 


have, therefore, resolved to build such branch railway the | tecemes account. balance.. ‘| 998'022.44 

present season, from some point on their main line to be de- | ———— 8, 619,258.15 
termined by the result of surveys now in progressand the| OF the bonds $1,899,000 are first and $2,600,000 second- 
ee 3 mortgage bonds. During the year $93,000 in preferred 
stock was issued to the lessee for betterments made. 


St. Louis, Alton & Torre Haute. | The traffic for the year was as follows: 








— mileage: oe ee — me. — P 7 
This company owns a line from Terre Haute, Ind., to East | Passenger.............. 386,87 01,122 D. 1248 3. 

St. Louis, Ti, 191 miles; a branch from Alton Junction to ASSES ae 2a 
Alton, 4 miles, and a branch from East St. Louis to Belle- | 0 ™™* : ’ , . 3, 2 . 

ville, 15 miles, 210 miles in all ; it leases the Belleville &|  Total.... .......... 993,120 943,864 I. 49,256 5.2 
Southern Illinois, from Belleville to Duquoin, 56 miles. The | Passengers carried..... 218,140 223,317 D. 4,177 2.3 
line worked by the company is the 71 miles (15 owned and | Passenger mileage..... 14,827,425 16,180,710 D. 1,353,285 8.4 
56 leased) from East St. Louis to Duquoin, the Main Line | Tons freight carried... 631,281 _ 581,249 I. 50,032 8.6 
and Alton Branch being leased to the Indianapolis & St. | "ene ag = Co... .50,618,136 45,972,258 I. 4,645,878 10.1 
Louis at a rental of 80 per cent. of the earnings, with a stip- | euletodens No. 38.32 40.34 D. 202 65.0 
ulation that it shall not be less than $450, a year. An| Freight, tons...... 97.51 96.01 I. 150 186 


attempt has been made to modify this lease, as we have 
noted elsewhere. The report is for the year ending Dec. 31. | 

The equipment in use on the line worked is 13 engines ; 11 | 
passenger and 4 baggage cars ; 80 box, 15 stock, 30 flat, 500 | 


JUNE 28, 1878 


Average receipts per train mile, etc., were, in cents: 
Receipt. Cost Net. 
er Craig oA ia. Cain seh icda ees 123.500 93.300 30.200 
Per passenger rer 2.512 2.394 0.118 
Per ton per mile, local............ .... a, Seer ee 
nx ee ae eae ee: 
> a average .......... 1.266 0.968 0.298 


Both through and local freight rates showed a decrease. 
The earnings for the year were: 














1876-77. 1875-76. —_ Inc. or Dec. P. c. 

eee $640,612.90 $618,626.12 I. $21,986.78 3.6 
Passengers....... 372,539.87 399,788.13 D. 27,248.26 6.8 
Exp., mails, etc.. 105,317.56 67,832.43 I. 37,485.13 55.3 
i ee $1 118,470.33 $1,086,246.68 I. $32,223.65 3.0 
Expenses.......... 845,140.96 814,682.22 I. 30,458.74 3.7 
Net earn’gs. $273,329.37 $271,564.46 I. $1,764.91 0.6 
Gross earn. pr. ml. 7,065.51 6,857.62 I. 207.89 3.0 
Net * ee 1,726.65 1,714.42 L. 12.23 0.6 
Per. cent. of exps.. 75.56 75.00 I. 0.56 0.7 


As the lessee is allowed only 70 per cent. for expenses, its 
loss for the year was $108,595.51, against $71,229.10 for tke 
previous year. The expenses were increased by necessary 
improvements, such as widening road-bed, ditching, ballast- 
ing etc. The company’s income account was as follows: 


ee cee ee eee eee Pee ee eee $1,118,470.33 
Less balances paid on pooling contracts.............. 66,262.57 
PD oS BA A ieee RW dey AD $1,052,207.76 
NE PER iis 5 5 ickis sig enc atteve eave eNee ton $315,662.31 
eT ee tee eee 159.75 
MOA ASS at tn dps shin SoKGO e eh aoa ke $315,822.06 
EE es arecopntkten Ges koush toneunss ac $314,930.00 
Taxes and general expenses... .-.. 96,827.13 
———— 351,757.13 
Deficit, advanced by lessee. . Leqece eveeeavge . Sie 
Debit balance from previous year.................... 262,087.33 
Total debit balance... ..... $298,022.40 


The lessee reports 70,697 new ties, 1,6961¢ tons rerolled 
iron and 500 tons steel rails used in renewals. The length of 


| sidings was increased 7,628 feet. 


LOCOMOTIVE RETURNS, MARCH, 1878. 



























































é)al and 4 caboose cars. Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
The general balance sheet is as follows : i 
2 2 MILEAGE. No. MILES RUNTO > > Cost PER MILE IN CENTS FOR Cost or 
Stock ee pew! = CAIN iek bean bierieawihne Sono npg SF Se |—__ g4\34 |— te © 
Bonds ($33,333 per mile).........-....se eee cence eee ,000.000. Biat 3 = a = s = = m) * - 3 . 
Balance income anceuat. a ie map hnnagaanssvobnee yoo ae ; of Fs z g 5 = af 3 : 3 F BE = g ; 
Balances, including interest accrued, not due....... 575.85 ag" = s | 6 s |e? | §e@ = , Ba] = 
_— - :0'go | > ° — £ | : eS | 3 z 
TF accsunt (54,040 per malic). $i, 78460,00°° 978% | Nawe oF Roan me /$ |e) 3| 3) BF BR] El | Ela 
Stock account ($56, per mile). ..$11, y ‘ ab. 4 5 = 2, : oo ie 
Cash, balances due, etc............. 299,634.54 | ; es $ | } | e g . a of H Hest sd s | g 
: —_——_-——__ $12,068,034,54 | (2: 8 lm i}: | & > 85 ik tl) eee | 2 
Of the stock $2,468,400 is preferred stock; of the bonds gi 1 ¢ | : 2) Sg] 2 ie ee 
$2,200,000 are first mo e, $2,800,000 second a ¥ 3 S ls | 7B]: 5? Bs 
preferred, $1,700,000 second mortgage income and $300 - monet ele ve iS MPO, PRR hs ni Rat Tet RN a Ms 
equipment bonds. The trustees of the sinking fund hold | | ee eee 
$578,500 bonds. ; Allegheny Val., River Div.*... 139 38 76,799} 2,021 40.40 . 28.77 20.60 1.132) 8.24 3.37) 0.45 .... .) 6.33/18.39 .... |... . 
The earnings of the 195 miles leased, as reported by the Low Gr'de Div.* 120, 17 31, 1,871 29.86 20.66 19.90 1.218] 7.71, 3.98 0.65 ..... .| 6.48)18.82..... |...) ° 
lessee, were: Atlantic & Great Western, 1st be woe Li - * | 4 | 
RI os prank as nee ¥en 228 83 192,538 2,079/43.17 .... .|17.89 15.40 .... .| 3.28 4.75 0.50 0.79) 5.86/15.18 1.91| 2.82 
1877. 1876. Inc. or Dec. Pc. 3d & 4th Divs................ 197 49 145,132) 2,962/34.08 .... .!20.90 15.60 .... . 3.69 5.19 0.39 0.64 5.49/15.40 1.65) 2.82 
Gross earaings. .$953,570.10 $1,072,403.40 D. $118,833.30 11.1) Mahoning Div............... ao8) 52 38)... .|22.46 15.70 .... .| 4.66 4.5] 0.35 0.73) 5.78/16.03 1.90! 2.82 
Expenses........ 775,821.50 860,891.11 D. 85,069.61 9.9) Atlantic & Guif.......... ..... 348 20 3,5 av .25)19. cL ALss 2.70, 3.22, 0.49,.... .| 6.86/13.39 .... .| 1.75 
SE ST eee 152, 10 27,787) 2,779 52.37 .... ./20.15 4.18:11.66 0.45 0.41| 8.12/24.82| 6.00) 5.75 
Net earnings.$177,748.60 $211,512.29 D. $33,763.69 16.0 | Camden & Atlantic............ 67 18 7,916) 1,378/58.80 .... .|30.50 .. 5.45 6.29 1.46..... .| 5.20/18.40 3.70).... 
Minimum rental. 450,000.00 WOROUO 8 veccustsense gees | Cen. Pac., ph iy Ray eens one o. ness — ss bsea es tr! 12.91, 0.50) 0.53) 7.56/28.17 6.00) 5.75 
ai dhaicatuaibieies eisatiak imines imma Visalia Div.+. ..... 157 24,872) 2,487 64.10 .... ./17.90).... . 12 9.52 0.44 0.62 7.16/26.86 5.75 
Bee cs seek $272,251.40 $238,487.71 I. $38,763.69 14.2 Tulare Divt... 171) 13° 35,369, 2'721/55.61,.... 1398... 2/85 10.99 0.56 0.12 7.32/21. 84 8 0 343 
aa Oy 408 eles, San | 
a ran : Mii 4,890.10 5,500.02 D. 609.92 11.1 | Diego, 4 & 
Net earn. per’ Wilmington Divs.+. 408) 19 47,055 2,477/56.90 ... .|16.87.... .|.... .| 5.03,10.73, 0.48) 0.21! 7.50/23.95 6.00) 5.75 
PD ec ces 911.53 1,084.67 D. 173.14 16.0 | Sacramento Div.+... 120 31 69,736) 2,250 .... ./28.18/15.95 .... ./.... .| 4.7520.41) 0.50) 0.50) 9.42/35.58..... .| 5.75 
Per cent. of exps. 83.46 80.28 I. 3.18 4.0) Oregon Div.t ...... 152, 9 21,654 2,406/51.12 41.08 20.90 ..... .... .|14.13/13.50 0.38! 0.20) 7.84/36.05 6.00! 5.75 
; Fl % Truckee Div.t....... 205; 2 64,772, 2,491 38.07 29.42 16.77 ......... .| 4.35.17.58 0.47 0.56 8.50/31.46 6.00) 5.75 
There was a decrease in seg yp rene agg Song in- Humboldt Div.t.... 201, 22 49,135 2,233 47.73 .... 21.25 ..........) 7.10,12.78 0.40 0.43) 7.62/28.33 6.00) 5.75 
crease in local and a decrease in through freight. he in- | Salt Lake Div,..... 219 27 66,607, 2,467'33.50 .... ./16.10 .... -| 9.3418.10 0.55 0.54! 7.37/35.90 6.00) 5.75 
come may be increased by ay from the pool with the nays . ee ae 159) 29 74,624, 2,573/44.02).... ./14.54 .| 3.07! 3.08, 0.37).... .| 6.04/12.57, ... .|..... 
Terre Haute & Indianapolis. This pooling contract has been | “'€V®. Col. Cin. mt Tl eel So ee enlanén ‘ A ee e >, 
encled since the close of the year. | Indianapolis Div.002°....1/! 203) 64 20e868, Saas sore Sk9b R01 2: BAM SSS OSE LOE S8asce 175) 350 
The traffic of the 71 miles worked was as follows: | Cincinnati Div........0....... 130) 33° 78,320 2,373'43.10 ..... 22.87...) 1°") || 5.03 4.37, 0.54 105) 5.75/16.74 1°73\ 3.50 
1877 oe oe Sa | Seovenna = ee, See. 41 : Lateee vo ne cous One 4.11 0.29) 1.19) 5.79)13.90 1.84) 2.63 
. . . . £.C. | Clevelan ittsbu wocese| Saal , ,933'51.74 2.62 0.47 2. a 5. 3.5 
Passengers carried...... 190,643 166,483 I. 24,160 14.5) Del. Lackawanna & Western, | : seid Theor des: fsa (ase ean 
Passenger mileage.... .. 4,005.563 3,582,278 I.. 423,285 11.8 | Bloomsburg Div.t..........., 80, 18 39,490! 2,194).... .|.... ./32 4.52'.... .| 0.58)... 5.00/10.10'.... .|.... 
Tons freight carried..... 163,138 113,108 I... 50,130 44.3 | Erie & Pittsburgh*............ 98) 29 68,479 2,361/41.09).... ./: .73 3.98 0.45 1.54! 6.28/13.98 1.63!' 1.63 
Tonnage mileage........ 8,180,052 4,924,857 1..3,255,195 66.1 | Ill. Cen., Chicago Div.§......... 253) 58 122,996 2,365/35.16 .... . 5.34) 0.29)..... 5.93)13.56) 1.75) 4.20 
Tons coal carried........ 307,057 | 333,205 D.. 26,148 7.8 South Div.§.......... 231, 30) 73668) 2°456/40.56 ; 4.58 0.34 5.72)15.12 1.75) 4.20 
= pty el ... 8,227,620 9,090,505 D.. 862,885 9.6) North Div § Bs RE. 225 39 78.563 2,013 31.31 5.86 0.36... || 5.83/1823 1°75) 4.20 
Ave : Spri tv.6......| 22 J : : 3.02) 0.34'.... .| 5.60/17 | 265 
Per passenger per mile.. 2.80 cts, 3.13cts. D..0.33ct. 10.5 lowa Div.§........... 401 43/ 101,906, 2'370:29.46 8.08 O31...’ Sestr3s 00 aoe 
Per ton per mile......... 2.26 cts. 3.04cts, D..0.78 et. 25.7 | Jeff'nville, Madison & Ind's*.. 226 40 90,979, 2,274/40.2 6.50 0.40 1.70) 5,7118.17, 2.50) 2.20 
Coal rates were cut down by competition in face of a light Kansas Pacific| peewee ase “: 721 149,662 2,169)/25.27 4.73 0.49 ..... 7.56|30.49 3.68) 4.00 
} . | Kansas City, St. Jo. & Council! 
demand. The increase in freight was chiefly in through | “Binirse | " seacesesesees/ 271) 31) 97,501] 3,148150,80)... 5.60 0.40 .... .| 6.50/16.30 2.70) 3.50 
freight delivered to the Illinois Central at Duquoin. This | Lake Shore & Mich. Southern, i a 
class of ——— gave a little 7 oo the tonnage mile- | Betlalo Div.#*,.......-.400+. - a 195,428 2,196 snes ae .30, 8.08 0.38. 5.79|18.57 2.85) 5.69 
age, and the rate upon it was 1.09 cents per ton per mile, | Erie Div.**....................... 113) 232,921) 2,061/35.3 -|29. .41) 7.52 0.31)..... 5.6616.90 2.52) 5.43 
against 4.82 cents on local business. o average engine | Toledo Div.** oo. PI an a 5.65'19.24 2.92) 4.08 
mileage was 30,272 miles; cost per mile run, 11.7 cents. Mich. Southern Div. eS OT 450,503 2,165/37.56 55. 23.72 ..... \ 8.87 0.29)... . 5.79) 19.67 3.35) 4.63 
The ; for the toll 2 Little Rock & Fort Smith...... 168 10 17,441; 1,744 .... ..70. ae ee 2.93 0,33 .... .| 4.18) 9.69'.....) 2.00 
he earnings for the year were as ollows: Little Rock, Miss. River & Tex. 100) 4 6,409} 1,602)... .'23.00 8.00... .).... .| 6.20) 2.50) 0.50, 2.30) 8.00/19.50).|"" || o'95 
dies Louisv’e & Nash., First Div.**. 332).... 108,676 | 2,178/32.00 38.69 12.04......... .| 3.93 6.26 0.37 2.19 7.17/19.92! 1.94) 25 
1 
18% 7. 1876. we Inc. or Dec. P.c. ; Second Div.**. 200)... 79,757 | 2.178/28.00 .... 11.75 ......... .| 6.35 6.51 0.49) 1.77) 6.12/21.24) 1.78) 2.73 
Passengers....... $112,443.89 $112,143.27 I. $300.62 0.3 Memph. Div.** 131).... 42,669 2,17831.75 .... .|13 3.81 8.85 0.47 2.13 6.13/21.39' 2.86) 2. 
ae ... 200,892.64 215,562.43 D. 14,669.79 6.8 | Nashville & | | %80 
Ereigus agai 185,017.80 149,991.53 I. 35,026.27 23.3 | Decetur on 122}. 41,176) 2,178/36.00).... .|13.79 5.40) 7.36 0.56 1.91) 6.20'21.43 3.00! 2.57 
Mail, express, a - . ] 8. N. Ala- 
CLC... ereeee 19,683.05 21,045.57 D. 1,362.52 6.7 | bama R. R.**, 183)... 61,025) 2,178 $4.50 Saree 12.47 aac 6.40) 6.23) 0.70) 1.40 6.37.21.10 2.06 2.00 
oe hes oe esna tao an ft @ananeca0| os | Mara., Hought'n& Ontonagon 88 9 855 984/54.30 .... ./24.06/16.68.... .| 0.75 7.79 0.55).... .| 6.37/15. 00". .. 
Total...... $518,037.98 $408,742.80 I. $19,204.58 3.9 | Northiorn Central, Elmira’ & “ ; 6? taper Prous d waacers ane Sonat 
Expenses ......, 282,936.36 4,192.17 I. 8,744.19 3.2 pCanandai a Divs Pecaiesan' 147 22 fh sel 1.,600128.99 _— -|20.50 hea here 6.42 6.41 0.71. 5.69/19.23 1.80 2.24 
. p SUEY ss ~ —— | Penn., New York Div.tt....... 20 12 : 2,447/32.02).... ./11.36).... 0... | & .4 00 ......... . 14.70 3.00) 4 
‘es Net —— $235,101.02 $224,550.63 I. $10,550.39 4.7 Amboy Div.tt ign: 154 al 74,646 A asaes 58 foes 18.69 ‘| 4.50) 5.50 0.50... |°). 10550 3.00 ts 
ross < 6 Rn on. ox Belvidere Div.tt........ 103, 35 52,076, 1,488/38.26 .... .15.87 .. 5.60 8.00 0.70 . fe 3.00 4.83 
per mile....... 7,296.36 7,024.55 1. 271.75 ol Philadelphia Div.t+..... 191,159 411,347) 21587/27.48 .... ./14.24 | | 260) 4.60 0.70... - 7.90 120 2.72 
acc 3,811.28 9162.97 1 same? 4s madi | nv. tt AIRS 1m 2 a07.288 3.208/90.58 ods 17.67 ; 3.90 $20 0.50 .. 8.50 1.20) 2.72 
or MUe......- Bone. ‘ » . » +f ittsb’ ee < WE YEP 5} .... ./12.50).. 4.20 4. 0.70 .. 9.60 1.20 2.72 
Per cent 60 ; : ; 7 : a bas 8 2,737) 26.05 ] 4.20 4 7 2.72 
ee ee ae beatae West Penn. Div.t#..... 104 32] SoaB0| awolaees| ... 36-50 250 200 0.30. 380 130 Sas 
at 4 oe iy am get a ometntes Lewistown Div.tt.......| 56) 7 9,015 1,288 35,13) .... .|58.82 13.00 3.50 0.30. 16.80 1.20 2.86 
241,093.12, or \ per mile, an e e Bedfo: A. eS 57; 4 6,601) 1,650 33.53 .... . 21.55 1.70, 3.60 0.50. 5.80 1.20 2.72 
Southern Lilinois $276,944.26, or $4,945.43 per mile. The | Pitts., Fort Wayne & Chicago, . , 
income account was as follows: Eastern Div.*................ 371/150 408,079, 2,721 43.48 .... ./18.33 15.100.835) 2.44 3.51 0.49 1.37 6.1113.92 153 1.52 
Western Div.*............ .. 280 99 318,574) 3,218 36.20. .... 19.05 25,300,620) 2.80) 4.55 0.36 1.96) 5.88:15.55, 1.64 1.64 
Balances, Dae: WE, WOR As cask ae RR Ha $57,894.59 | Pitts., Cin. & St. Louis, Little 
Minimum rental, main line 450,000.00 | Miami Div.*.............. ... 197, 87 93,846) 2,596 45.06).... .13.19'16.45/0.883| 4.84 429 0.53 2.16 5.6017.42 1.84 2.00 
Net earnings road worked ....0 2.2.6... ccc cece cece eens Nain a & .. L. ery series 224, 88 264,211) 3,002 27.99).... ..20.15 19.28 0.770) 5.75. 3.26 0.48 1.90 5.6917.08' 0.85 2.50 
Imterest, O6C..... cscccvevece eee oingialveile tetaeiatins, te tegen 704.93 | St. uis, Iron Mt. & So., Ar- 
———_———_|_ kansas Div................... 325 32 80,645) 2,520 .... ./49.30/15.70).... .). .. .| 350) 5.21) 0.48)..... 6.10 15.38)...... 2.57 
Pn ON AE nelle) LLM Meal ek $752,750.54 | St. Louis & San Franciscoi..| 328... 71087....... 37.30)... ./14.70)... 2.96 5.60 0.33... 5731462 216 180 
| Seen err $499,000. | St. Louis & S. E., St. L. Div... 208)... 49,331)....... 46.00) .... ./20.60 4.01; 2.43 0.29).... .| 5.8812.61! 1.01'..... 
Gabba CONE ws cock van cb esi senso 25,000.00 Nashville Div... 145)... 50,927) ....... 37.30) .... .|17.00) .. 4.13) 2.20 0.34 ..... .. 6.20)12.87 0.75 _||” 
Rent of Belleville &8.1............ 0. see 103,560.60 | Stockton & Copperopolis.. .... 493 3,880) 1,293. 37.13 .... 14.37 |. 0.9716.74 0.88 0.73 9.102842 6.00) 5.75 
Main line expenses Talli ae REE fear Rhee 11,081.35 | Weat Jerseytt................ 128 16 32,253) 2,016 51.64).... . 22.94).. 3.70, 7.00 0.50)..... .... 11.20 3.60 3.94 
PRCT CORN COT Cee ae kein Speen so ciewcwgwh seis 3, . 
—_—_—— 651,691.85 | —--—_- - —_—_—— —~—— — 
-_ SS | * Five empty cars rated as three loaded ones. A 
Balance, Dov. BE; MNT. 5 6uci vessccqee ee cvene sens $101,058.69 | + Switching engines allowed 6 miles per hour; helping engines, actual distance run and 4 miles per hour while waiting trains. 


+ Fuei not estimated. Two empty cars rated as one loaded one. 
During the year 25 tons steel and 380 tons partly worn | Switching and work-train engines allowed 6 miles per hour; no switching mileage allowed to train engines. 
ones. 


iron and 17, 


ties were laid onthe leased line; onthe —¥ ‘Three empty freight cars rated as two loaded ** Switching engines allowed 6 miles per hour. 


Belleville Branch 705 tons steel and 10,000 new ties were tt ineers’, firemen's and wipers’ w not included in cont pee mile run. 


laid, and 9,567 feet new coal sidings built. A new truss! ton of coat is 2,000 Ibs.’ unless otherwise noted; 25 


els counted to the ton. 





